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A Realistic Budget 

REAT BRITAIN has been likened to “ a vast concentra- 

tion camp,” but clearly it retains some of the attributes 
of democracy; in Soviet Russia, for example, Sir Stafford 
Cripps would have risked “ liquidation” for his Budget. The 
grim realism of the Chancellor struck heavily at the Utopian 
myth nurtured by members of his own party. The announce- 
ment of a ceiling on food subsidies involving increases in some 
retail prices, and the Chancellor’s insistence that if the com- 
munity wanted extended social services as well as defence 
measures it must pay for them, and could not have them 
and lower taxes as well, was unpalatable to a large part of 
the Socialist Party. Whether Sir Stafford Cripps will be able 
to ride the storm of higher wage demands, which is likely 
to be let loose by the increase in cost of living resulting from 
the Budget, with all the inflationary implications of higher 
wage rates, remains to be seen. The doubling of the exist- 
ing wear-and-tear allowance in respect of plant and machinery 
is at least a token recognition of one of the very serious prob- 
lems facing industry. 


* * * * 


Mr. L. J. Callaghan on the Budget 


When Mr. L. J. Callaghan, the Parliamentary Secretary to 
the Ministry of Transport, spoke at the last Institute of Trans- 
port luncheon of the present session on Tuesday last, he 
said he felt that there was nothing new on transport that he 
could add to the addresses which had been made recently by 
Sir Cyril Hurcomb, Chairman of the British Transport Com- 
mission, and by Mr. Alfred Barnes, the Minister of Trans- 
port. Instead. he gave an interesting discourse on the recent 
Budget. He thought that ultimately the Chancellor of the 
Exchequer would be commended for his caution and long- 
sightedness. He thought it noteworthy that a_ greater 
percentage of the national income new went in capital for- 
mation, for re-equipment of factories and so forth. Nearly 
50 per cent. of the Budget was now used to re-distribute 
wealth in the form of providing health, education, and other 
social services. 

* * * * 


Another Steel Production Record 


Steel output again showed a rise to a new record level 
during March, with an annual rate of 16,269,000 tons, which 
follows the record production in February of 16,176,000 tons. 
This latest effort by the steel industry establishes an annual 
rate of 15.850,000 tons for the first quarter of the year, and is 
by far the highest quarterly figure ever recorded. While some 
allowance must be made for a fall in output during the holi- 
days which will occur later in the year, even making allow- 
ances for this, the rate of steel output achieved so far is 
well up to the target level of 154 to 154 million tons indi- 
cated in the Economic Survey for the full year. The produc- 
tion of British pig iron was affected during the month under 
review by a number of furnaces going out for re-lining. These 
are expected to be back in production in the near future, 
however, and, with an increase in iron-ore supplies from 
abread during the summer months, output of pig iron should 
again expand. Home scrap supplies have been well main- 
tained as a result of the scrap drive and imports are being 
increased from 20,000 tons a week to 30,000 tons. This ex- 
pansion in raw material supplies is intended to assist the 
seasonal fall in stocks which occurs during the winter months. 

* * ¥* * 
British Railways Police Force 

In our issue of December 31, 1948, which contained 2 
description of the Police Training College at Tadworth, 
Surrey, there was a reference to the plans envisaged for the 
complete reorganisation of the British Railways police force, 
which at present is about 4,000 strong. Until recently the 
only major change in organisation since nationalisation has 
been the unification of the former L.M.S.R. and L.N.E.R. 
interests in Scotland. It is now announced that the entire 
British Railways police force is to be reorganised on an area 
basis, which will coincide more closely with the civil police 
force, and which will ensure the closest possible working 
between the railway and civil police. There are to be six 
areas, coming under the command of Mr. W. B. Richards, 
M.V.O., recently appointed Chief Officer (Police), Railway 
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Executive, instead of a force for each of the six Regions. 
The new organisation, which will be brought into operation 
shortly, is on a geographical basis, and the boundaries of the 
areas will coincide as far as possible with county boundaries, 
and, consequently, with county police work. Each area will 
be attached to a railway Region for administrative work. The 
six new areas are: London, where all the railway police (over 
1,000 strong) will operate as a single unit, and the Southern, 
Midland, Eastern, Northern, and Scottish areas. In our 
Personal pages this week we give the names of the officers 
appointed to be in charge of each area. 


*” * * * 


Overseas Railway Traffics 

During February, operating expenses of both the Canadian 
National and Canadian Pacific railways exceeded gross revenue 
and brought a further deficit in net earnings. Canadian Pacific 
gross earnings advanced by £653,500, to £6,725,000, and 
working expenses at £6,773,500 compared with £6.155,000 in 
1948. The increase in Canadian National operating revenues 
was £721,000, and operating expenses, which were up by 
£912,250, amounted to £9,599,500. The £48,500 deficit in 
C.P.R. net earnings for February was £35,000 less serious than 
in the corresponding month of last year. though on the 
C.N.R. the deficit increased by £191,250, to £374,250. C.N.R. 
aggregate net revenue showed a deficit of £746,250 and on 
the C.P.R. the deficit in net receipts for the current eight 
weeks was £123,750. Gold Coast Railway traffics for Febru- 
ary were up by £40,316, so that one month before the close 
of the financial year, total receipts are £579,253 above those 
for 1947-48. Traffics for the month were £239,784 and on the 
aggregate amount to £2.385,740. 


* * * * 


The Permanent Way Institution in Lincolnshire 


Quite apart from its overseas activities, the Permanent Way 
Institution now has more than 20 sections in Great Britain. 
For some time. however, it has been evident that the London 
Section embraces such a wide area that members in outlying 
districts are unable to attend meetings regularly. On Saturday 
last, a party of members travelled from London to Boston, 
Lincolnshire, to attend a meeting at which the formation of a 
new section for Peterborough and Lincolnshire was discussed. 
Mr. F. Lloyd, Vice-Chairman of the London Section, was in 
the Chair, supported by Mr. J. H. Glendinning, District Engi- 
neer, Boston, Eastern Region. It was decided unanimously 
to seek authority to form the new section, and the excellent 
attendance at the meeting. and the enthusiasm displayed, 
augur well for its future. It is planned to hold meetings in 
rotation at various centres in the area, and it is hoped that 
this arrangement will stimulate the growth of membership. 
The formal business of the meeting was followed by an exhi 
bition of cinema films showing the blanketing of the clay 
formation on the main line at Hougham, Eastern Region, 
creosoting, and mechanised track maintenance and relaying. 


* * * * 


Problems Confronting the Spanish Railways 

A report on economic and commercial conditions in Spain* 
which has been published by the Stationery Office includes 
interesting particulars of the Spanish National Railways. The 
railways are beset by three major problems—an inadequate 


supply of good coal, insufficient rolling stock, and the unsatis- , 


factory condition of much of the permanent way. The first, 
despite an increase in home coal production, will not be settled 
satisfactorily until large-scale coal imports are resumed. 
Shortage of materials is hampering the production of new loco 
motives, coaches, and wagons—although some excellent rolling 
stock has been turned out—and “ patching” of old stock due 
for withdrawal has been necessary. Both coal and iron and 
steel shortages affect the production of rails, which in 1946 
was about 40,000 tons, whereas immediate requirements have 
been estimated at between 70,000 and 100,000 tons. In 1946 
failway rates were increased to conform more nearly to the 
general rise in internal prices; passenger fares were raised by 
30 per cent. and freight rates by 12 per cent., although tax 
rebates reduced these in effect to 9 and 6 per cent. respect 
ively. There has been a marked increase in traffic, particu- 








* “* Overseas Economic Surveys—Spain.”” H.M. Stationery Office. Price 3s. 
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larly passengers. Despite preoccupation with immediate 
problems, the Spanish National Railways have made long-term 
plans for electrification and resignalling, and important Jines 
are projected or in hand. Road competition is not 2 presen; 
problem, and in any event, by a law of 1947 no road transport 
service is allowed to compete directly with a railway. unless 
it shortens the journey by at least 30 per cent. Even then the 
road operator must hand part of his receipts to the railways, 
* * * * 

The Shenfield Electrification 

Practically all electrified railways in Great Britain are 
worked on the d.c. system at 600-650 volts, with third-raj] 
side conductor, but 1,500 volts d.c. with overhead conductor 
has been adopted as the nominal standard for main-line elec. 
trification (with the exception of the Southern Region) for 
some twenty years. The only section working on this system 
is the Manchester, South Junction & Altrincham line, of 9 
route-miles and 29 track-miles, which was electrified in 193}, 
But for the war, the totals would have been very much greater, 
as both the Manchester-Sheffield electrification and the 
Liverpool Street-Shenfield line are being effected on the 
same system. Progress is being made with both schemes, but. 
whereas the first section of the Manchester-Sheffield line is 
not expected to be ready for electric operation until March, 
1951, experimental electric trains are already at work on a 
portion of the Shenfield line, and public traffic is scheduled 
to begin next October. Fundamentally, the Shenfield electri- 
fication is in accordance with plans prepared by the L.N.E.R, 
in 1935, but there have been many detail changes in the 
course of the intervening years, and a current summary of 
the position is included in an article which we publish this 
week. Although no official pronouncement has been made 
on the subject, we understand that work on the branch from 
Fenchurch Street to Stratford is in abeyance, and efforts are 
being concentrated on the main Liverpool Street to Shenfield 
line. It is probable that this represents a reconsideration of 
the whole position of the best way of handling the heavy 
Fenchurch Street traffic, particularly as the former Tilbury & 
Southend line has been transferred to the Eastern Region. 


a am * * 
The Charmilles Automatic Brake 
In 1948 the first trials of a new form of compressed-air brake, 


constructed by the Charmilles works at Geneva, were held in 
Switzerland. The brake underwent a series of tests with trains 
of over 1,000 tons on gradients of 26 per 1,000 (1 in 38-5) and 
with 200-axle trains on the level. The brake will shortly go 
into service on international traffic; in fact, it is already installed 
on certain covered vans and open wagons, as well as on some 
passenger vehicles. One of the most important features of the 
new brake, a brief description of which is given in the Bulletin 
of the Swiss Federal Railways (1949, No. 3 (March), p. 47). is 
that both application and release can be graduated, unlike the 
ordinary form of the Westinghouse air brake, in which the appli- 
cation, but not the release, is graduable. It therefore has some- 
thing in common with the Drolshammer brake. The brake 
cylinder pressure, after an application, builds up rapidly till 
the brake-blocks are touching the tyres of the vehicles and then 
rises more slowly. By means of an accelerating valve the 
pressure drop initiating a brake application can be transmitted 
along the brake pipe at speeds up to 250-270 metres per second; 
a mere 3 seconds suffices to apply the brakes on the last vehicle 
of a 150-axle train. The distributing valves are simpler than 
in the Drolshammer brake; slide valves and piston valves are 
dispensed with, and separate valves actuated by strong rubber 
diaphragms are used instead. The simplicity of the Charmilles 
brake is, indeed, one of its great assets, and has helped to pro- 
mote a good impression of it, even in these early stages. 


* * * * 


_ Forty Years of Automatic Train Control 


The very complete and informative paper on the development 
of the Great Western system of automatic train control, read 
before the Institution of Locomotive Engineers on December 15, 
1948, by Mr. A. W. J. Dymond, Assistant to the Chief 
Mechanical Engineer, Western Region, was particularly wel- 
come in view of the interest which is being taken in the possible 
general extension throughout the country of some apparatus of 
this kind which shal] meet substantially the same programme, 
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even if it does not function im exactly the same manner. We 
publish in this issue an abridgement of the paper, which 
covered in detail not only the working of the ordinary stan- 
dard apparatus, with which many are quite familiar, but also 
the modifications called for in the case of diesel railcars, 
push-pull auto-trains, and engines which have to run over 
sections of line where there is a central conductor rail. The 
G.W.R. system of A.T.C, has been in constant and increas- 
ing use on the main lines of the Western Region for over 
40 years and is now in operation throughout the whole of 
the main routes. It is, moreover, the only A.T.C. in use as 
a standard equipment on any main line railway in the world. 
Mr. Dymond said in concluding his paper: “It stands as 
effective testimony to the skill and enterprise of the G.W.R. 
signal, locomotive, and traffic departments.” 

x * * + 


British Transport Commission Traffic Receipts 


gear Transport Commission traffic receipts for 
the four weeks to May 27 again showed a heavy decline as 
compared with the similar period a year ago. The aggregate 
of £28,010,000 was £987,000 less, and apart from a smal! 
improvement of £8,000 to £155,000 in the revenue derived 
from Inland Waterways, there were declines in the principal 
branches of the Commission’s business. British Railways, with 
total receipts of £23,620,000, registered a decline of £909,000. 
The heaviest decline was shown in passenger revenue, which 
was £797,000 less at £6,878,000. Merchandise and livestock 
takings fell by £414,000 to £6,737,000, and parcels traffic was 
{83,000 smaller at £2,117,000. Mineral and coal and coke 
transport continued to improve, but the gains in these sec- 
tions were only £133,000 to £2,402,000, and to 
£5,486,000 respectively. 

London Transport receipts declined in all sections and at 
£4.235,000 were lower by £86,000 than a year before. The 
decline attributable to railways was £6,000 at £1,120,000. 
Takings from buses were £54,000 less at £2,295,000, and from 
trams £26,000 less at £820,000. Details of the receipts for 
the four weeks to March 27, the totals this year to date, and 
comparisons with the similar periods of last year are shown 
in the table below: — 


Four weeks to Aggregate to 








March 27 arch 
ome Incr. Or Incr. Or 
7 decr. decr. 
1949 | Mar.2I, 1949 1948 
1948 
£000 £000 £000 £000 £000 £000 
British Railways— 
Passengers ‘ ...| 6,878 | 7,675 |— 797 20,053 | 22,527 |— 2,474 
Parcels, etc., by passen- 
ger train ta w.| 2,017 | 2,200 83 6,184 6,429 — 245 
Merchandise & livestock 6,737. 7,151 — 414 19,937 21,023 |— 1,086 
Minerals 7 .»| 2,402 | 2,269 133 7,180 6,616 + 564 
Coal & coke 5,486 5,234 252 | 16,196 15,555 + 641 
23,620 | 24,529 — 909 69,550 | 72,150 |— 2,600 
London Transport— } 
Railways ... = 1,120 1,126 |— 6 3,345 3,374 |— 29 
Buses & coaches ...| 2,295 | 2,349 |— 54 6,816 6,907 |— 91 
Trams & trolleybuses ... 820 846 |— 26 2,443 2,517 — 74 
“4,235 | 4,321 — 86 12,604 | 12,798 |— 194 
Inland Waterways— 
Tolls — . ne 60 60 -- 180 169 + il 
Freight charges, etc. 95 87 |+ 8 293 246 |+ 47 
155. 147\+ + +8| 473| 415 |+ 58 
Total | 28,010 | 28,997 |— 987 | 82,627 | 85,363 — 2,736 





In effect, the statement of receipts now issued completes 
the first quarter’s gross revenues for this year. The showing 
which has been made by British Railways so far cannot be 
considered satisfactory. The rate of decline in railway traffic 
in January was 4:4 per cent.; in February it was 2°7 per 
cent., but in March it rose again and was 3-7 per cent. For 
the first three months total gross receipts of British Railways 
were £69,550,000 or £2,600,000 less than for the similar period 
of 1948. Passenger revenue has fallen £2,474,000 to 
£20,053,000 and -merchandise traffic by £1,086,000 to 
£19.937,000. There have been relatively small increases in 
minerals and coal and coke traffic. 
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An American View of Nationalisation 


I [ may be good for us to see how an acute American 

observer sizes up our new transport régime. G. Lloyd 
Wilson, Professor of Transportation & Public Utilities in the 
University of Pennsylvania, has published a short treatise on 
the 5 Nationalisation of Transport in Great Britain.”* We have 
received a copy through the courtesy of the Librarian, Bureau 
of Railway Economics, Washington, D.C., and found it to be 
a careful study of a question which is of no small importance 
to Americans. The Professor first sketches the growth of the 
movement in this country to nationalise transport, and shows 
how the events of the second world war brought it to a head, 
Next he discusses the provisions of the Transport Act, 1947, 
and reveiws the constitution of the British Transport Com- 
mission and its Executives. He then rounds off his analysis 
with a summary of some significant reactions to nationalisation. 

The pamphlet was issued by the Traffic Service Corporation, 
Washington, D.C., and presumably is intended to rouse 
Americans, who are interested in transport from any angle, 
to watch the trend of events in their own country. Professor 
Lloyd Wilson’s considered opinion is that “unless it can be 
demonstrated that Government ownership and operation will 
result in better services at lower charges, private ownership 
and operation under reasonable public regulation appears to 
be preferable from the standpoint of transportation users, 
workers, investors, and management, and therefore to be 
preferable in the public interest.” 

Before our Transport Act, 1947, was passed, solid proof that 
the people would benefit from State ownership was not forth- 
coming. Advocates of the change for the most part indulged 
in vague abuse of the railways, without any regard to the fact 
that the lines had been under the stranglehold of Govern- 
ment control since September, 1939. For eight years the own- 
ing companies were helpless to prevent their properties and 
equipment from deteriorating through stress of war conditions, 
including inadequate maintenance and short supplies of material. 
After 15 months of nationalisation, railway services are far 
below the level reached by the private companies before the 
war, and the Minister of Transport admits that charges cannot 
be increased further to offset mounting expenses, so that there 
will be a deficit in British Railways’ accounts. 

During the second world war, the U.S.A. Railways were 
left in their owners’ hands and carried heavy traffics efficiently 
and economically. They avoided the delays, congestion of 
loaded wagons, and wasteful expenditure which were inci- 
dental to the Government control of railways during the first 
world war. In the past three years, the railways have set up 
new peacetime records of operating performance and have 
spent money freely on improvements. They receive none of 
the subsidies which are accorded to road, water, and air 
carriers, but bear all the expense of coping with emergencies 
such as the snowstorms which blocked some of the western 
lines this winter for weeks on end. Yet the U.S.A. railways 
are subject to a great deal of carping criticism, not only from 
freelance politicians and theorists, but from Government 
departments and other agencies. Behind some of these 
criticisms lurk ideas similar to the belief of the British 
Labour Party that transport should be run by the State. 

The 62nd annual report+ of the Interstate Commerce Com- 
mission, for the year ended October 31, 1948, offers a good 
example of the indirect attacks which are being made on the 
railways. In the past the Commission has failed to regulate 
rates and charges so as to permit the railways to earn a fair 
return on their investment. Force of circumstances has com- 
pelled it to grant several increases in rates since July, 1947, 
to meet the cost of widespread advances in wages and of 
higher prices for fuel and supplies. The report admits that 
in August, 1948, these increases put freight rates only about 
44 per cent. above 1939, while the general level of wholesale 
prices was 110 per cent, above 1935-39. The Commission 
then goes out of its way to say that the railways must not 
expect it to rely on what their cost sheets show. It takes the 


* “ Nationalisation of Transport in Great Britain,” by G. Lloyd Wilson. 
Published by the Traffic Service Corporation, 815, Washington Building, Wash- 


ington, 5, D.C. ae 
mere Sixty-Second Annual Report of the Interstate Commerce Commission 


Published by the United States Government Printing Office, Washington, D.C. 
Price $1 
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view that more must be done to increase the efficiency and 
reduce the costs of railnoad operations. “A thorough search- 
ing out of better ways of doing these lesser things which 
constitute a railroad’s day’s work must be undertaken,” is 
the Commission’s dictum. “Bold experimentation with new 
devices and methods seems also to be required in some in- 
stances. The co-operation of employees, from top to bottom, 
is a first essential for successful determination of where weak- 
nesses lie, and for the application of remedial steps. 
Imagination and ingenuity must be brought to the task.” 

The Commission may have indulged in these generalities in 
self-protection, for in some quarters it has been accused of 
being in league with the railways. It is, however, well aware 
that most railways face difficulties in securing outside funds 
to pay for cost-reducing schemes. It knows, too, that so 
far from co-operating with the railway managements, the trade 
unions have bent all their energies towards forcing up wages 
and urging costly changes in working rules. Despite these 
obstacles, the railways will win through, provided that they 
can earn enough to maintain their properties and pay a 
reasonable return to investors whose money is required for 
capital improvements, The Commission can help by exercis- 
ing its guiding powers fairly; it will hinder if it lowers the 
railways in public esteem by belittling their work. In Pro- 
fessor Lloyd Wilson’s opinion, regulation by a Government 
Commission is indispensable, whether transport is owned and 
operated by the State or by private concerns. We think that 
he is right, but feel that the attitude of the controlling body 
towards the railways should be judicial and based on facts. 
not theoretical assumptions. 


* * * * 


Indian Railways in the Year to March 31, 1948 
T HE year under review saw major changes affecting Indian 

railways. British India gave place to the Dominions of 
India and Pakistan, and two of the largest railway systems, the 
North Western and Bengal-Assam, had to be partitioned in con- 
sequence. The administration report of the Indian Railway 
Board for the year ended March 31, 1948, therefore covers 44 
months—April 1-August 14, 1947—under the old régime, and 
the remaining 74 months under the Dominion of India. On 
August 15, 1947, India lost to Pakistan the major portion of 
the N.W.R. as previously constituted, and also the great bulk of 
the Bengal-Assam system. The portions of these railways re- 
tained by her became known as the Eastern Punjab and the 
Assam Railway, though some sections of the Bengal-Assam 
system became absorbed by the East Indian and Oudh & Tirhut 
Railways of India. 

The 74 months after partition proved to be most difficult 
from the operating point of view and also administratively. The 
ghastly slaughter in some areas, notably the Punjab, and whole- 
sale migration of population by the million would have been 
sufficiently difficult to combat with normal conditions of staff. 
Actually, they were far from normal, for large numbers of 
employees themselves elected to migrate, the Hindus from 
Pakistan to Indian territory, and the Moslems, who comprised 
a majority of the running staffs in many areas, from India to 
Pakistan. All grades were affected in varying degrees, and the 
result for a time was incliried to be chaotic. Moreover, the 
distribution of rolling stock, spare parts, and stores created 
further complication on the partitioned lines, and everywhere 
arrears of maintenance during the war years and an acute 
shortage of spares added to the difficulties of the situation. In 
many instances also the routing of important traffic was re- 
versed by the partition. With the threat of famine in some dis- 
tricts, operation became still more complex, and the success of 
the rationing system depended on the ability of the railways to 
move quickly and regularly large quantities of food to the areas 
of scarcity. That the railways rose to the occasion so success- 
fully in such trying circumstances, without any serious dislo- 
cation of the Dominion’s economy, is a great feather in the 
caps of the administrations and executives concerned. 

In January, 1948, a revised classification of goods and new 
schedules were introduced to simplify the rating structure. With 
the exception of four classes, all others were made telescopic 
class rates on continuous mileage over all Government lines, 
and the number of schedules was reduced to six. More econo- 
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mical transport was assured by requiring all traffic to be booked 
by the shortest route. To meet increased costs of operation, 
however, rates were raised by from 20 to 33 per cent., and the 
surcharge on coal and other solid fuels was increased from 20 
to 30 per cent. Passenger fares were also standardised on all 
Government lines. The enhanced charges went far to offset 
the serious drop in tonnage carried—due to partition—and cop- 
sequently earnings decreased only fractionally. 

Five new sections of line, totalling 102 miles in lengtii, were 
opened to traffic during 1947-48. Eight other lines were under 
construction during the year with an aggregate length of 547 
miles, including two important ones sanctioned during the 
period. These are: (i) the Assam Rail Link and (ii) the Bar- 
wadih-Sarnadih section; (i) entails the construction of 145 miles 
of line to link the Assam Railway—almost isolated from India 
by Pakistan territory and completely detached from the Indian 
railway system for this reason—with the Oudh & Tirhut Rail- 
way. This link will be of metre gauge and will connect various 
sections of existing railway, some of them of narrower gauge 
that will have to be converted to metre; (ii) will be a broad- 
gauge East Indian line which will open up new coalfields and 
facilitate the movement of coal westwards without interfering 
with traffic on the congested E.I.R. main line. Three narrow- 
gauge lines were purchased by the Government during the 
period under review: the Matheran (Hill) Light Railway (12-6 
miles), the Pachora Jamner Railway (34-6 miles), and the Dar- 
jeeling Himalayan Railway Extensions (95-4 miles). A section 
of this 2-ft. gauge line will be converted to form a section of 
the Assam Railway Link. Of the 14 important open-line im- 
provement works in hand or sanctioned during the year, two 
call for mention. On the E.R. main line, 64 miles of the 
Cawnpore (now officially spelt Kanpur)-Tundla 145-mile sec- 
tion are already double line; the remaining 81 miles are 
now being doubled at a cost of £1,050,000. Also, on the 
north-east main line of the Great Indian Peninsula Railway, 
from Bombay to Delhi, the capacity of the Itarsi-Bhopal sec- 
tion is seriously limited by the continual occupation of the 
Budni-Barkhera Ghat (hill) section by banking engines running 
light. This 16-mile length is to be doubled, the second track 
being laid on a new alignment with easier grades that will 
eliminate the necessity of banking assistance to ascending trains. 
This doubling is estimated to cost about £973,000. 

Work is in full progress on the new locomotive building 
shops at Mihijam, estimated to cost £104 million. Some 
10,000 men will be employed on a single shift in the produc- 
tion of locomotives for all railways in India. During 1947-48 
the following rolling stock was placed in service or on order: — 


Placed in service 


Broad gauge Metre gauge 
Locomotives ead nse 28 Nil 
Coaching stock ies oes 186 100 
Goods stock... oe pee 5,518 195 
On order 
Locomotives... in wwe 569 91 
Coaching stock le ae 2,046 532 
Goods stock... “ae dap 10,301 738 


Six major accidents occurred during the year. On May 17, 
1947, the Bengal-Assam Railway down Surma express was 
derailed. The engine and nine bogie coaches rolled down an 
embankment, 36 persons being killed and 58 injured. The 
cause was deliberate tampering with the track. On August 27, 
at Kolaghat Station on the Bengal-Nagpur Railway, No. 18 
up passenger ran into the rear of No. 14 up passenger, stand- 
ing in the station; 21 persons were killed and 106 injured. On 
November 23, when an up refugee special was being backed 
at Jullundur Cantonment station, on the Eastern Punjab Rail- 
way, a trunk and the bedding of a refugee travelling on the 
roof of the sixth coach fell down on to the track and caused 
the derailment of the coach and damage to the one next to it. 
As a result 28 persons were killed and 25 injured. On Novem- 
ber 24, an up refugee special running through Sambhu station 
on the E.P.R. entered and crashed into the snag dead end; 171 
persons were killed and 300 injured. On December 8, No. 16 
down express ran into the rear of a goods train halted at a 
signal near Kanchrapara, E.I-R. (formerly B.A.R.), killing 
7 and injuring 45 persons. On December 21, No. 2 down 
Delhi-Calcutta mail ran into the rear of No. 4 down Bombay- 
Calcutta mail at Hirodih station, E.I.R., one person being 
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killed and 53 injured. Because the year’s financial and statisti- 
cal figures are not fairly comparable with any for 1946-47, we 
have omitted any mention of them. 


* * * * 


The Russian Railways 

FTER the revolution and civil war the Soviet Union 
A embarked on schemes of industrial development, which 
greatly increased the production of coal, iron ore, steel and 
oil. These plans were interrupted by the second world war, 
but were resumed with renewed vigour in 1946. For their 
fulfilment, improved transport facilities are essential and the 
current five-year plan to 1950 covers proposals for building 
4,500 additional route-miles of railway, for duplicating 7,800 
miles of single track, and for electrifying 3,300 miles of exist- 
ing line. At the same time, an extensive rolling stock pro 
gramme is designed to provide 7,585 new locomotives, 6,000 
passenger carriages, and 472,500 goods wagon units (the unit 
being a 2-axle wagon). 

The difficulty in dealing with Soviet Union affairs is that 
we have practically no information aovout the rate of progress 
towards the objectives set by the Kremlin. Records for past 
years are also apt to be fragmentary. For these reasons an 
account of “The Russian Railways,”* written by Mr. P. E. 
Garbutt, does not throw much light on receni happenings. 
Mr. Garbutt, who holds an appointment with London Trans- 
port, was British Secretary, Allied Directorate of Transport 
for Germany, Berlin, 1945-46, with rank of Lt.-Colonel, R.E. 
In that post, he had daily dealings with Soviet transport 
authorities, but he does not claim to have travelled widely 
in Russia or to speak with first-hand knowledge of railway 
operating methods there. His book is based on a study of 
the available literature and statistics relating to Russian trans- 
port, but we doubt whether some of this material is altogether 
trustworthy. 

It is common knowledge that at one stage between the 
two world wars the Russian railways broke down so badly 
that American advisers were called in to overhaul the work- 
ing arrangements. From 1929 onwards results improved and, 
according to Mr. Garbutt’s figures, by 1937 the Russians had 
surpassed their American instructors and achieved extra- 
ordinary records in railway operating efficiency. In 1937 the 
Soviet Union had 52,865 route-miles of railway; only 15,450 
miles were double-track and 3,200 miles were equipped with 
automatic block signalling. The standard rail was 91-5 |b. 
per yard, but rail weighing 78 lb. per yard or less was used 
on some lines and most of the sleepers were untreated. Over 
this permanent way—distinctly weak judged by our standards 
—we are told that sufficient freignt trains, with average net 
loads of 675 tons, were run at an average speed of 20 miles 
an hour to carry 517,000,000 tons of traffic. Further, the 
average length of haul was 426 miles, so that 12,330 net ton 
miles were worked over each mile of road every day in the 
year. This feat was performed by a stock of 646,000 wagons, 
of which 500,000 were vehicles of old types with two axles. 
In spite of the long hauls, the average turn-round time of 
a wagon was 7 days and it made enough trips to carry about 
800 tons during the year. 

A comparison with American operating performance in 
1937 makes one wonder whether the Russian records can be 
accurate. In that year the U.S.A, railways had a route-mileage 
of 238,500, representing an investment of $108,200 a mite. 
Between 1929 and 1937 they spent $5,000 a mile on per- 
Manent way betterment, so that in the latter year it stood 
up to a freight train load of 796 short tons, hauled at a 
speed of 16 miles an hour. The originating tonnage was 
1,075,000,000 and the average length of haul was 337 miles. 
The traffic density was consequently 4,167 net ton miles per 
mile of road per day. To move that volume of freight, the 
U.S.A. railways required 1,776,400 wagons with an average 
capacity of 49 tons. The average wagon took about 14 days 
for a round trip and carried 605 tons during the year. 

If the above comparison is valid, it means that freight 
traffic on the Russian railways was three times as dense as 
on the U.S.A. lines, but moved 25 per cent. faster. Yet Mr. 


* “<The Russian Railways.” By P. E. Garbutt. Published by Sampson 
Low, Marston & Co, Ltd., 25, Gilbert Street, London, W.1. 7} in. x 
54 in. 95 pp. Illustrated. Paper covers. Price 3s. 6d. net 
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Garbutt states that: about four-fifths of Russian terminal 
operations are carried out at industrial sidings where accom- 
modation is often scanty. One would expect the time spent 
in attaching and detaching wagons at these sidings to slow 
down freight trains. Further interruptions to freight work- 
ing must have been caused by passenger train services, which 
are said to have carried in 1937 no fewer than 1,143,000,000 
passengers on an average journey of 50 miles. These figures 
represent more than twice the 1937 volume of passenger train 
travel in the United States, which was spread over four 
times the Russian route-mileage and occupied nearly 50 per 
cent. more carriages. 

The marvel grows when the Russian 1937 statistics are com- 
pared with the Pennsylvania Railroad’s results in 1947, a year 
of American prosperity producing record peacetime traffics. 
The Pennsylvania, operating 10,030 miles of railway in a 
populous region seething with industrial activity, does roughly 
a tenth of the total railway movement in the United States. 
In 1947 it worked 17,765 net ton miles per mile of road per 
day. Its average train load of 1,409 short tons moved at 
13:5 miles an hour. It is one of the few American railways 
working more passenger than freight train miles, but its total 
train miles per mile of road a year were 350 below the level 
of 10,000 stated to have been reached by the Russian rail- 
ways in 1939. For more than 50 years the Pennsylvania has 
been regarded as a model for other railways to imitate. The 
men in charge of the great American railway have believed 
in the “free and full exchange of knowledge, ideas and in- 
formation among the peoples of the earth,” which President 
Truman once called a requisite of peace, and have given 
British railwaymen every facility to examine their organisa- 
tion and watch their working. Until the Soviet authorities 
are equally forthright, they will give their critics cause to 
think that there is an element of propagandism about reports 
of railway operations, which are conducted in secrecy. 

* * * S 

Argentine Diesel Contract for Hungary 
T HE Argentine Ministry of Transport has placed an im- 

portant contract with Ganz of Hungary. The contract 
is for the supply of 26 railcar trains, and the total value of 
this order is estimated at about £3,500,000 sterling. Precise 
details of the contract are not available, but it is very prob- 
able that it consists of 16 broad-gauge trains for the former 
Buenos Ayres & Pacific lines, of which 11 are 4-car trains 
with single class accommodation and no_ air-conditioning. 
Another five ttrains for this railway system will be 5-car 
luxury trains. For use on the standard-gauge Entre Rios 
lines five 4-car trains have been ordered, and also five 4-car 
trains of metre-gauge for use on the former Buenos Ayres 
Midland line. Mechanical transmission is used on all trains, 
which are fitted with 12-cylinder supercharged engines, one 
at each end of the train, which develop about 600 h.p. each, 
excepting the metre-gauge trains, which are fitted with 8- 
cylinder engines supercharged to 425 h.p. each. 

The contract has been placed without competition and on 
a barter basis as part of the MHungarian-Argentine Trade 
Agreement. As a result of the satisfactory service which has 
been given by Ganz railcars both in Argentina and Uruguay, 
it was known that the Argentine authorities were anxious to 
obtain more of these vehicles. Recently, the Argentine Minister 
of Transport stated that war had been declared on steam 
traction, and that the future lay with electrification and the 
use of diesel traction. On the other hand, the production 
of the Ganz engine is not confined to Hungary, for, as was 
shown in some detail in the March issue of our associated 
monthly contemporary Diesel Railway Traction, the manufac- 
turing rights of the Ganz engine in this country have been 
acquired by Sentinel (Shrewsbury) Limited, and in the case 
of railcars arrangements have been made whereby bodies are 
provided by the Metropolitan-Cammell Carriage & Wagon 
Co. Ltd. 


Tuos, Cook & SON AT BasRa.—An office has been opened in 
Basra, by Thos, Cook & Son Ltd., with Mr. R. Woodward in 
charge. The office is located in King Faisel Street, Ashar, and 
it is expected that the new service will be of special assistance 
to oil company personnel. The main activity at present will be 
in connection with movement by air to and from Basra. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Technically-Trained Railway Administrators 


Southbourne Cliffs Hotel, 
Southbourne, 
Bournemouth. March 
To THE EpIror OF THE RAILWAY GAZETTE 

Sir,—In looking back through The Railway Gazette of 
February 18 last, on page 173, “ Technically-Trained Railway 
Administrators,” I notice that the name of Sir Arthur Watson 
is not included. 

Before becoming General Manager of the L.N.W.R. in 1921 
and of the L.M.S.R. in 1923, Sir Arthur Watson was trained 
as an Engineer on the L.Y.R. and remained as such until 
1911. 


w 
=~ 


Yours faithfully, 
E. PREBBLI 


Railway Staff Reductions 


March 28 
fo THE Epiror OF THE RAILWAY GAZETTE 
Sir,—With reference to the paragraph on page 141 of The 
Railway Gazette dated February 11, it is incomprehensible 
that whjlst Mr. Attlee and other Government spokesmen are 

appealing to the male population to stay on in industry up 
65 years of age and over, the Western Region of British Ra 
ways is serving dismissal notices to the male clerical staff ove: 
the age of 60. This is without any consideration for the 
welfare of the recipients after the notices have expired, 
especially as Mr. Barnes, the Minister of Transport, speaking 
in the House of Commons on February 22, intimated that the 
necessary reduction in staff would be effected in the manne! 
expect ed of any decent business organisation. 

Suggestion has been made that a retired railway clerk can 
augment his pension by obtaining employment in some othe 
sphere, but such a change represents a tremendous upheaval 
at his time of life and is one that should not be forced on him 
If he requires to work to maintain a reasonable standard of 
living for himself and family, or if he wishes to respond to 
the Prime Minister’s appeal, it is obvious he would be employed 
more usefully in the service in which he has had 45 years’ 
experience or more. When he has reached 60 years of age 
he has small chance of obtaining a situation in some other 
branch of industry as against much younger applicants. 

The regulations which have been made by the Minister of 
Transport under the powers conferred on him by Section 101 
of the Transport Act, 1947, vide Statutory Instrument 1948, 
No. 1700, clearly define that the normal maximum retiring age 
for men employed by the B.T.C. is 65 years. Why should 
male clerks not be allowed to remain in the railway service 
until they reach this age if they so desire? 

The question arises as to whether the action of the Westeyn 
Region has been sanctioned by the Railway Executive. as 
enquiries have failed to obtain confirmation that similar notices 
have been issued by other Railway Regions, or even by all 
departments of the Western Region. 

Yours faithfully, 
RAILWAY CLERK 


Inner Circle Service 


784, Chelsea Cloisters, Sloane Avenue, 
London, S.W.3. February 19 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—Reference was made in your issue of June 4, 1948, to 
the speed-signalling system to be adopted on the Piccadilly 
Line between Green Park and Kings Cross. If this system is 
proving successful it certainly should be installed on the Inner 
Circle between Mansion House and South Kensington. The 
normal journey time start to stop from Charing Cross to South 
Kensington is about 8 min. 35 sec. in the non-rush hours. 
However, between 5.30 and 6.0 p.m. this journey is much 
slower, and over the past six weeks the average of the five 
worst times has been 14 min. 1 sec., the slowest individual 
journey being 17 min. 14 sec. on January 10. 

These figures speak for themselves and show that in the 
peak of the rush hours this section of line is often only work- 
ing at about 60 per cent. of its full capacity. 

[ should like to know also why Inner Circle trains are limited 
to five cars, apart from the reasons that they always have been 
and that rolling stock is scare Much of the crush on the 
southern half of the Circle is camel by passengers who travel 
only three or four stations, and it is a waste of track capacity 
to sandwich a five-car train between the seven- and eight-car 
District trains. Eight-car Circle trains could be broken down 
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to four cars for the slack hours, as on the Southern Region 
Another criticism of the L.T.E. is the inadequate facilities 
at Charing Cross. Passengers for all three lines are served by 
only two booking windows, and they then have to descend on 
to one or other of the District plattorms by the one available 
staircase. The rebuilding of this statio.i should have high 
priority in any future programme of works. 

[he present policy of the L.T.E. seems to be to spread its 
tentacles further into the country to get more passengers who 
only help choke the already overloaded sections in the centre 
of the city. In spite of all present-day difficulties of labour 
ind material with which we are only too familiar, it is not 
easy to dismiss the thought that mucu more would have been 
done to improve post-war conditions if they had occurred 
twenty years ago when the “ Underground” was regarded as 
ihe finest example of private enterprise. 

Yours faithfully, 
G. M. BARRE | 


‘ e o . . . 
‘** Railway Companies Vindicated ”’ 
The Hotels Executive, 
Chairman’s Room, 
222, Marylebone Road, 
London, N.W.1. Aprii 11 
To THE EpitoR OF THE RAILWAY GAZETTE 
>iR,—1 have read the reference to the Hotels Executive unde 
the above heading in your current issue and | cannot allow 
the comments of your correspondent to pass unchallenged 

He asserts that the “so called plans tor improving railwa) 
meals ... simply fool the people.” So called plans! Alli | 
can say is that these plans have been approved and welcomed 
n hundreds of press comments. It is our firm resolve to 
mprove meals on the railways as conditions permit. Notwith- 
standing the criticisms of your correspondent we believe our 
pians will implement that resolve. 

1 have never made the claim that the luncheon boxes we 
are now providing were “a novelty.” 1 said they were part 
of our policy to make provision for those who did not require 
he dining car service. 

Your correspondent says “trolleys in train corridors should 
1ot be allowed by the traffic departments.” These trolleys are 
an innovation. Even if they should prove to be impracticab 
they show that we are not afraid otf peallan Booed 0 in order 
that the travelling public may be able to obtain a cup of tea 
or a snack on their journeys. 

In referring to our schemes for modernising forty refresh 
ment rooms he says “ Spread over five Regions that is not a 
arge number.” But any fair-minded person must agree that 
it is not a bad effort for the first nine months of our existence 
and taking into account our many other activities. He goes 
on “ Before the war one or two cases of alterations or exten 
sions came before the directors at almost every meeting.” | 
should be interested to know the source of his information, 
f ‘ this had been the case surely we should not be con- 
fronted with so many problems today. And what problems 
t In the old days, so dearly loved by your corre- 
spondent, there were not the restrictions on building, the 
scarcity of materials, the heavy cost of labour. 

Your correspondent next turns his critical eye upon the 
hotels and he refers to our plans for re-opening those which 
were closed by the war as “ orthodox in the extreme.” What 
would he suggest? That we turn Gleneagles (which incident 
ally is earning precious dollars) into a holiday camp and the 
Welcombe at Stratford-on-Avon into a nudist colony? He 
asks “ Won’t the Pump Room Hotel, Bath, be a resort for the 
well-to-do? ” This hotel was acquired by the Great Western 
Railway directors in 1945 and they entered into a contract 
with the Corporation of Bath to spend at least £100,000 on 
its rehabilitation as a first-class hotel. It may well require the 
patronage of the * well-to-do ” to justify such a commitment. 

Your correspondent speaks of the setting up of a “ Separate 
Executive with a costly administrative staff.’ 1 deny that 
absolutely. This is not a “costly administrative staff” and 
with two or three exceptions it consists of those who were 
engaged in the service of the old railway companies. 

Finally, your correspondent lays a very subtle trap. If we 
do not run “restaurant cars when receipts will not cove 
expenses” we shall do harm by neglecting traffic considera- 
tions. If we do, we shall lose money. So we are to be damned 
either way. Your correspondent need have no fear. Our rela 
tions with the Railway Executive are most cordial and we 
shall work in harmony with them by providing fully for the 
public need. 

It is always easy to make destructive criticism. 1 hope that 
when your correspondent finds it necessary to write about out 
activities he will be more constructive and less prejudiced. 

Yours faithfully, 
INMAN 
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The Late Mr. S. L. Glenn 


Lamp Manufacturing & Railway Supplies Limited, 
River Plate House, 
12-13, South Place, 
London, E.C.2. April 8 
To THE EpiToR oF THE RAILWAY GAZETTE 
Sir,—-I have just read the report in the Railway News Section 
of The Railway Gazette for April 8 of the career of my old 
friend and colleague, the late Mr. S. L. Glenn. You state “ He 
joined Evans O'Connell & Company, founders of the well 
known Signalling Works at Chippenham, in 1898.” Sic transit, 
etc. Those who, like myself. knew the late John Patrick 
O'Connell, who, in partnership with the late Arthur G. Evans, 
founded the Railway Signalling Works at Chippenham, will 
find it difficult to believe that his name and personality are so 
completely forgotten. 
Yours faithfully, 
CHARLES F. MINETT, 
Managing Director 


Football Cup-Tie Revenue for Road and Rail 


The Railway Executive, 
222, Marylebone Road, 
London, N.W.1. April 
To THE Epiror oF THE RAILWAY GAZETTE 

Sin,—Your correspondent whose article under the above 
title, in regard to the travel arrangements for the F.A. Cup 
sixth-round ties on February 26, 1949, was published in your 
issue dated April 1 (page 345), has clearly devoted much 
constructive thought to several of the points which he makes. 
Some of his suggestions are so much worthy of detailed and 
appreciative examination that it is a pity he spoils his case 
by sweeping allegations that British Railways did not do their 
best on this occasion, or that good paying passenger traffic 
is “neglected through complete indifference to what is 
required.” ~ 

British Railways were fully alive to the opportunities 
afforded for running excursions for these matches, although 
these were by no means the only important events on that day, 
for which excursions were run. As a matter of interest, 
t 
t 


hroughout British Railways 87 day and half-day excursion 
rains were run on February 26, conveying 34,000 passengers; 
of this total, 21 trains were run directly in connection with the 
F.A. Cup sixth-round ties, and they carried nearly 8.000 
passengers. 

For the Brentford Leicester City tie—the railway arrange- 
ments for which were subjected to particular criticism by your 
correspondent—three day excursions were run, and they con- 
veyed in all nearly 1,500 passengers; your correspondent will 
be relieved to learn that his apprehensions that the revenue 
from these trains “hardly cleared their respective expenses ” 
are completely groundless. 

British Railways are always anxious to use routes and 
detraining stations which will be most suitable to passengers 
and most convenient for efficient operation. In this connec- 
tion, the possibility of routing of trains over outer London 
connecting lines to suburban detraining stations nearest to the 
grounds is carefully borne in mind on such occasions, as witness 
the terminating of trains at Wembley Hill (E.R.) or Wembley 
Central (L.M.R.) on the occasion of important fixtures at the 
Wembley Stadium. It is our experience. however, that in 
the case of excursions from the provinces’ to London the 
majority of passengers prefer to arrive at a London terminus 
n the morning and to utilise the time before and after the 
match for sightseeing purposes. A good example of this type 
of excursion was the Eastern Region day excursion from 
Leicester to Marylebone for the Brentford v. Leicester City tie; 
this train was timed to arrive Marylebone at 11.12 a.m. and to 
return at 11.55 p.m., giving more than 12 hours in London 
The train carried over 300 passengers. 

The running of some trains as half-day excursions to stations 
close to the Brentford ground was in fact examined. Your 
correspondent may be interested to know that one of the pos- 
sible detraining stations considered was one he does not mention 

Brentford, on the Western Region branch from Southall 
but because of wartime bomb damage to Brentford Station, 
which is now closed for passenger traffic, this did not prove 
reasible. The nearby Brentford (Southern Region) station, 
which could have been reached via Acton and Kew Bridge, was 
ruled out by the frequency of the electric service, which was 
heavily patronised before and after the match. Other alterna- 
tives examined were from the G.C. Section of the Eastern 
Region on to the N. & S.W. Junction line at Neasden, or from 
the Midland Division of the L.M.R. on to the same line at 
Dudding Hill Junction, and thence via Acton Wells to Kew 
Bridge or Gunnersbury. In all these cases, however, the 
operating complications of traversing the London suburban area 
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during the Saturday midday “ peak,” together with the known 
desire of many parties to have spare time in London after the 
match, led to a decision in favour of the arrangements made. 

The possibility of using Ealing Broadway as a detraining 
station was not considered on this occasion; although prima 
facie it would seem to imply some problems of road transport 
services, we are grateful to your correspondent for this sugges- 
tion, which will be carefully borne in mind. 

On several recent occasions when metropolitan teams have 
been playing away from home, excursions have been run direct 
to the provincial stations nearest to the ground. As I hope I 
have shown, both the requirement and the problem are some- 
what different in the case of matches played in the London area, 
but your correspondent may rely that no combination of routes 
which may give a ggod service commensurate with reasonable 
operating conditions is likely to be overlooked, and that the 
simplified routing arrangements now available from the unifica- 
tion of British Railways will be used to the full for this 
purpose. 

Yours faithfully, 
D. S. M. BARRIE, 
Public Relations Officer 


¢e © ° ° 
Efficient Braking of High-Speed Trains 
32, Valley Drive, 
Ilkley, Yorks. March 19 
fo THE EDITOR OF THE RAILWAY GAZETTE 
SirR,—Il have read with interest Technical Assistant’s letter 
on braking in your issue of March 11, but, although in general 
agreement with the substance of the letter, I have some diffi- 
culty in accepting the definition of braking efficiency as quoted. 
To the best of my knowledge the efficiency of braking is 
expressed as the ratio of the retarding forces to the weight 
of the train. 
With constant retardation r and weight of train W, then 


ae : ; Wr r , ; 
Efficiency of braking : - ratio of braking 
7 — g W § i 
rate to 32:2 ft./sec.° 
Again with constant retardation, 
; . , 2d ‘ 
Stopping time in seconds f¢ ; where d stopping 
distance in ft., + speed at start of braking in ft./sec. 
; = ty . r v v° 
Therefore, Efficiency of braking : - 
Pe g tg 2dg 
, ,, (m.p.h.) 
3°34 I per cent., 
d 


which is the formula —— used. 
If, therefore, a train is braked at a constant rate from 
92 m.p.h. in 63 sec., the braking distance is 4,250 ft. and the 
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braking efficiency is 6:7 per cent. This is shown dotted in 
the attached graph. 

In a typical brake application the rate of retardation is 
low to start with and increases towards the end of the appli- 
cation, consequently the stopping distance is longer, in this 
case 4,842 ft. With the above formula the braking efficiency 
would be 5:8 per cent., although the average retardation is 
the same in both cases. 

In braking, the all-important consideration is the braking 
distance from the speed at the point of application of the 
brake, and no doubt the recognised formula gives a basis for 
comparison, but it seems to be rather a misnomer to call the 
figure so obtained the braking efficiency. 

Yours faithfully, 
A. S. ROBERTSON 
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The Scrap Heap 


THE WESTERN REGION'S YOUNGES1 
RECRUITS 
An eight-year-old Glamorgan boy, who 
has wanted to be an engine driver since 
he was four years of age, has written ask- 
ing to be put on the 1956 employment 
list of British Railways, Western Region. 
This enthusiast is William Johnson, o! 
Gellygaer, near Hengoed, and in a_ post- 
script to his letter he writes: “My 
brother, aged two years, would like to be 
a fireman on my train.” 


* * * 


PRIMROSE PATH 

Have you ever taken the primrose path 
that streaks across the Continent to Italy? 

There’s no pleasanter way of spending 
the £50 foreign travel allowance. You 
just join the Rome express at Boulogne 
and study the railway embankments and 
cuttings right through France, Switzer- 
land and Northern Italy. They show a 
picture of clustering primroses equalled 
only in beauty by our own displays in 
Surrey, Sussex and Kent. 

Why does the primrose prefer to bloom 
on the untrodden slopes of = railway 
routes? Because it’s protected from the 
wild flower vandals, or because the loco 
motive belches forth some suitable 
fertiliser? 

The primrose (had the Primrose League 
not stepped in first) might well have been 
adopted as the symbol of British Rail- 
ways instead of that austere wheel with 
a ribby lion over it. 

There are many spots just now where 
the flowers are approaching their prime 
Brighton electric expresses (so it cannot 
be steam) are already scooting between 
magnificent primrose carpets at Balcombe. 

The business man on the Guildford line 
enjoys the full glory of the primroses be- 
tween Bookham and Effingham as he 
whizzes “like a puff’d and reckless liber- 
tine” through the primrose path to 
London.—John Bouverie in the “ News 
Chronicle.” 


+ * * 


Old L.M.S. Friends 





Bert Fields. 62 years of age. and 

his horse Roger. age 22, 

worked together at Camden Goods 
Station, London, for 18 years 


have 





THE RAILWAY GAZETTE 


THE Heart Nor IN It 

The works had grown larger and larger 
and the problem of getting the best and 
most loyal service from the workers had 
become more and more difficult. There 
was a lack of that cordial and intelligent 
teamwork and co-operation which is so 
vital for the best interests of both the 
employees and the employer. Experts 
were called in—a survey was made—and 
after much research and study a plan was 
adopted which seemed to give great 
promise. 

Conditions improved for a time and 
then slumped back, aithough not to 
the low point at which they were when the 
new methods were first inaugurated. What 
was the trouble? No one was able to 
locate jt, because the plan seemed to be 
letter-perfect in dealing with the workers 
and in providing for their needs and con 
venience. Finally, the plan was again 
critically reviewed as a whole—as if by an 
X-ray—and each part was checked in 
detail. The parts were found to be perfect, 
but when they were all assembled and 
checked up one vital part—vital and yet 
not appearing on the surface, or easily 
located—was found to be missing. The 
heart had been left out! 

* * ~~ 


100 YEARS AGO 
From THE RAILWAY Times, April 14, 1849 


THE contract between the Generai Post-office and 
the Eastern Counties Railway Company, for carry- 
ing the mails between England and Holland, has 
been cancelled, the Railway Company being unable 
to raise the amount necessary for the purchase of 
the steam-boats they had purchased of Government, 
or to hire any other steam-vessels for the purpose 

CALEDONIAN AND DUMBARTONSHIRE RAILWAY 
Company.—The financial prospects of this Com- 
pany have lately undergone considerable improve- 
ment, and we are, threfore, not surprised to learn 
that arrangements are in progress for resuming the 
work, with the view of continuing the line to Loch- 
lomond from Bowling, to which point the Directors 
had resolved to restrict their efforts in the mean 
time. When completed, this will be one of the most 
delightful and favourite lines in the country—the 
highway, indeed, for the whole race of Highland 
tourists during the finest season of the year; and 
this, in addition to the connection it will form 
between Glasgow and the numerous watering-places 
on the Clyde.—Scottish Railway Gazette 


* * * 


FOOTBALL CUp TIES TRAFFIC 

The eight Football Association cup ties 
played on February 12 brought consider- 
able increased revenue to British Railways 
in spite of big fares and the long journeys 
endured by supporters of the clubs. 

The outstanding attraction was the meet- 
ing of Manchester United with Yeevil 
Town and it is estimated that a third of 
the population of the Somerset town were 
conveyed to Manchester in seven special 
trains in the hope of seeing the West 
Country team win. 

It is unusual for seven special trains to 
be chartered from one town to another, 
and it cannot be recalled in the railway 
history of the past 50 years, possibly with 
the exception of London. 

Mr. J. V. A. Kelly, who 50 years ago 
played a prominent part in securing sports 
and football traffic for his “ old firm,” the 
G.W.R., relates an entertaining story of 
those days. 

The G.W.R. had secured an enclosure 
adjacent to the former Park Royal Station 
(now demolished) on the two-hceur route 
to Birmingham, and had in addition built 
a grandstand which was leased to Queens 
Park Rangers, after the latter had vacated 
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the former Royal Agricultural 
Ground about a mile away. 

The Cup Tie of that year brought 
Queens Park Rangers against Brentford, 
The G.W.R. was anxious to 


Show 


secure 
the travel arrangements for Brent- 
ford to Park Royal, and had printed 


posters headed “~ Travel by the Route the 
Team Travels By,” to defeat the old 
District Railway Company, which had just 
opened its new station at Twyford Abbey 
(now closed) on the South Harrow exten- 
sion, about a mile from the Queens Park 
enclosure, and was providing a 6d. return 
from South Ealing with a change at Acton 
Town to proceed in the opposite direction, 
actually the shortest route. 

Mr. A. F. Crabtree, G.W.R. sports traf- 
fic representative, had failed to induce 
Brentford to travel by the G.W.R., and 
the purpose of the poster seemed uscless, 
until Mr. John Prosser, chief of the G.W.R. 
excursion office, called on Mr. Kelly for 
his assistance, promising him promotion 
if successful and 5s. to pay his expenses. 

Mr. Kelly relates how he at once set 
off for Brentford to interview Mr. W. 
Lewis. secretary of the local club, and 
after overcoming minor difficulties, includ- 
ing the cancellation of a two-horse brake 
to convey the team by road for a journey 
of less than five miles, he induced them 
to travel from the old Brentford (G.W.R.) 
Station (now closed) via Southall and 
reverse via Hanwell to Park Royal, about 
12 miles, at the competitive fare of 6d. 
Mr. Kelly himself presented the team with 
their rail tickets, and it won. Five special 
trains were tun from Brentford on this 
occasion, 

* * oa 


HorsePLay KILLS Two 

The bodies of two men believed to have 
been on their way to the England and 
Scotland match at Wembley were found 
on the railway near Cumnock, Ayrshire. 
Earlier. the train had been twice delayed, 
once when a man was seen riding on a 
buffer and again when a man was noticed 
on the footboard. At Cumnock another 
man was fined £2 for travelling on the 
buffers of the 1020 p.m. train from Glas- 
gow. The magistrate told him that his 
action had “ disorganised the whole railway 
system between Glasgow and London.” 
From “The Times.” 


* * * 


OLD FAITHFUI 
Bournemouth. Brighton, or Thanet “Belle” 
And other famous trains as well— 
I'd swap them all, and the “ Arrow,” too, 
For the old 5.50 from Waterloo. 


She’s been re-timed for ages now, 
Her engines have made their parting 


bow, 
Though I fancy still I can hear their clank 
As they fussed and fumed up Honiton 
Bank. 
When the “ Devon Belle” glides swiftly by 
A nostalgic tear sometimes dims my eye 
And I often wish I could be inside her, 
Bound for the land of cream and zider. 


Though not a “glamour girl” precisely, 
The old 5.50 behaved quite nicely, 

In fact, I loved her by far the best 
Of all the trains to the golden west. 


When the long week reached its appointed 
end 
My young heart thrilled, as, around the 
bend, _ 
Twinkling lights signalled “ Here I come! 
For the old 5.50 was my train home. 
A. B. 
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OVERSEAS RAILWAY 


THE RAILWAY UCAZETTE 


AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Railway Budget 1949-50 

On March 24, Mr. P. O. Sauer, Minis- 
ter of Transport, introduced the railway 
budget in the House of Assembly. It 
covers the financial year April 1, 1949- 
March 31, 1950. ; 

The Minister announced that to bring 
earnings into line with expenditure he pro- 
posed to impose a general increase on 
revenue-earning charges of approximately 
7+ per cent. It was essential, he said, to 
balance the railway budget and to take 
timely steps to enable the Administration 
to meet the burden of still-rising working 
costs. 

For the current year ending March 31, 
1949, the revised estimates of expenditure 
amount to £91,642,000 and the revised 
estimates of revenue to £87,987,000. Thus 
the current year will show an estimated 
deficit of £3,655,000. For the year end- 
ing March 31, 1950, the total expenditure 
is estimated at £93,069,000. 

The railways, said the Minister, had 
nearly reached the limit of their earning 
capacity on the present basis of rates and 
fares, and it was now no longer possible 
to hope for additional revenue by increas- 
ing the volume of traffic, as little more 
could be carried with the equipment now 
available. 

In the past year railway staff had in- 
creased from 183,961 to 188,939, and the 
wage bill had advanced from £54,568,059 
to £62,713,068. Cost-of-living allowances 
now amounted to £17,000,000 a_ year. 
Overtime and Sunday time payments for 
the present year are estimated at 
£6,.987,697, as compared with £6,287,298 
n the previous financial year. 

The Minister referred to the difficulty 
of obtaining sufficient loan funds, allied 
to the fact that railway construction, in 
sympathy with the general trend, has 
become extremely costly. 

Substantial additions of 
wagons were made last year, said Mr. 
Sauer, and the prospects for the coming 
year were even brighter. It was proposed 
to acquire 247 steam engines of different 
types and 55 electrical units. Of these, 100 
are branch-line engines designed by the 
Administration’s technical staff; an order 
for these engines has been placed with a 
British firm, and delivery has begun. The 
railways have also entered into heavy 
commitments for the purchase of coach- 
ing and goods stock. 

The increase to be applied to existing 
rates is expected to yield approximately 
£5,375,000. Taking into account other 
receipts, revenue for 1949-50 is estimated 
at £94.030,000, made up as_ follows: 
railways, £84,151,000: harbours. 
£6,216.000; steamships, £411,000; airways, 
£3,182,000; aerodromes, £70,000. 

Working expenditure will absorb 
£93,069.000, leaving a credit balance of 
£961,000, which is to be appropriated to 
the betterment fund and towards the 
deficiency in the pension and superannua- 
tion funds and thus provide a balanced 
budget. 

The Minister concluded by saying that 
the past year had been one of mounting 
costs and considerable unforeseen and un- 
avoidable expenditure, and it was closing 
with an uncomfortably large deficit. 

The problems before the railway ad- 
ministration were being tackled with 
nergy and in the realisation that healthy 
talway finances were important to the 


engines and 


“va tha 


nation’s economic welfare. There was no 
need for pessimism. The railways and 
their associated services were inherently 
sound, and the increases in charges now 
being applied had been kept as low as pos- 
sible. Their impact on the cost of com- 
modities to the public would be virtually 
negligible. 


CEYLON 
Complete Dieselisation Proposed 

A proposal to replace steam traction by 
diesel-electric traction is being considered, 
and particulars and brief specifications of 
two types of locomotives have been sent 
to leading British, United States, Canadian, 
and Swiss manufacturers. 

One type, with a maximum axleload of 
134 tons, is for main-line work, and is 
required to haul 550 tons at a maximum 
of 45 m.p.h., operating at sea level and 
al a temperature of 80° F. and 80 per 
cent. humidity, and on long gradients of 
1 in 44 at 18 m.p.h. up to a height of 
6.200 ft. with 180-ton loads. 

The other type, with a maximuin axle- 
load of 9 tons, is for branch line and 
shuttle services and must be able to haul 
250 tons at a maximum of 46 nip.h., 
operating at sea level and at an elevation 
of about 2,500 ft. on level track, and at 
reduced speed not below 12 m.p.h. on 
short 1 in 60 gradients. 

Three four-coach articulated  diesel- 
electric sets have been in use since 1938 
and 23 diesel-electric railcars since 1947. 
It is stated that diesei-clectric traction 
would solve the recurrent probiem of 
shortage of water during the drought 
season. 


UNITED STATES 


Hearings on Rate Increases 

Hearings on the petition of the railways 
for a permanent freight rate increase of 13 
per cent. began before the Interstate Com- 
merce Commission in Washington on 
March 1. The proposed increase would 
supplant the interim advance of 5:2 per 
cent. which was approved by the commis- 
sion in its report of December 29, 1948. 

New Stock for the “ Southern Belle ” 

The Kansas City Southern placed in 
service on April 3 eighteen new and two 
rebuilt coaches, completely re-equipping 
its “ Southern Belle” trains which run be 
tween Kansas City and New Orleans. 
These trains now operate on accelerated 
schedules, reducing the journey times by 
33. shr. The southbound train leaves 
Kansas City at 4 p.m. and arrives at New 
Orleans at 10 a.m. the next morning, and 
the northbound has an identical schedule. 


CANADA 
First C.P.R. Post-War Sleeping Car 

The first post-war sleeping car of the 
Canadian Pacific Railway, which intro- 
duces the low-price all-enclosed room 
ette type of accommodation to Canada, 
has been completed at Angus Shops, Mon- 
treal. The car is the first of 19 of this 
type now on order. Each C.P.R. trans- 
continental train will include eventually 
at least one. The first five will operate 
between Toronto and Winnipeg. 

The roomettes have Murphy-type beds 
which can be pulled down from the wall 
by the passenger. Each roomette contains 
complete toilet facilities. The charge will 
be approximately the same as _ single- 
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occupancy sections in standard sleeping 
cars, The double bedrooms in the cars 
are larger than the roomettes and include 
a ready-made bed that can be pulled down 
from the back of a sofa-type chair in the 
car. Folding doors between two pairs of 
these rooms can be opened to provide 
suite accommodation. 

Each room and roomette in the car 
has individual thermostat and air-condi- 
tioning controls, and each car has a new 
type of heating equipment which ensures 
a uniform temperature and eliminates in- 
terior air currents. Rooms have their 
own ice-water outlet. 

The “Ash Grove,” as the new car is 
called, is of the same streamline exterior 
appearance as the new coaches and bag- 
gage cars which have come into service 
since the war, and much aluminium was 
used in its construction to reduce weight. 


AUSTRIA 
A Thirty-Six Wheel Wagon 

A 36-wheel well-wagon, 95 ft. 14 im. 
long (29 metres) has been completed by 
the Waggonfabrik Simmering-Graz-Pauker 
A.G., for the Austrian Federal Railways. 
The wagon weighs empty 85 tonnes and 
has a loading capacity of 187 tonnes. Its 
36 wheels are distributed over four begies, 
two inner bogies of eight wheels each, 
and two outer bogies of ten wheels each. 
By eliminating the inner bogies and 
mounting a loading platform on the outer 
bogies the length of this wagon can be 
increased to 120 ft. (36°6 metres). 

The wagon is to be used mainly for 
the conveyance of the travelling trans 
formers of the power concern known as 
Illwerke in the Vorarlberg province, 
mainly on the Arlberg line. The negotiat- 
ing of sharp curves is made possible by 
the automatic displacement of the bogie 
axles. Building of the wagon took four 
months. Its cost is approximately 
700,000 Austrian schilling (£17,550). 


JUGOSLAVIA 


New Postal Vans and Sleeping Cars 

The first two units of a new type of 
all-steel postal van have been turned out 
by the Jasenica rolling stock and engi- 
neering works of Smederevska Palanka. 
The vehicles, of partly streamline design, 
are the longest bogie vehicles on the 
State Railways and the first high-capacity 
all-steel postal vans to be built in the 
country. 

The weight of the new vans is 37 tonnes 
against the 46 tonnes of the old vans. A 
number of these vans is to be built, and 
the design of an improved type of postal 
van suitable for maximum speeds of upto 
93 m.p.h. is being prepared, although that 
speed cannot be attained at present on the 
system. 

The same works is also building sleep- 
ing cars for the State Railways. They are 
to be placed in service on internal routes 
as the. international routes remain a 
monopoly of the Wagons-Lits Company 
by an agreement of 1948 (as mentioned in 
our issue of October 1, 1948, Sleeping Car 
and Dining Car Services in Eastern 
Europe). The prototypes of the new 
sleeping cars were exhibited in Zagreb last 
autumn. 

From a recent report on the activities 
of these works it appears that the serial 
building of passenger coaches is to be 
taken up there this year. The Jugoslav 
Five-Year Plan (1947-1951) envisages the 
building of 930 passenger vehicles, 100 
service vehicles, and 14,560 goods wagons, 
in addition to repairs to, or the recon- 
struction of, 2.000 passenger coaches, 265 
service vans, and 14,500 goods wagons. 
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The Shenfield Electrification 


Civil and electrical engineering progress with an extensive 
scheme, delayed by the war, to be opened in October 


THE problem of providing adequate 
travelling facilities for the rapidly- 
growing p< ypulation in the area east of the 
Lea Valley and north of the main road to 
Brentwood and Chelmsford began to be 
felt acutely by the former Great Eastern 
immediately 


Railway after the 1914-18 
war. By 1935, there were in this district 
fve route-miles of railway per 100,000 in- 


habitants, as against eight to 12 route-miles 
n other comparable suburban districts of 
the London Transport area. 

It may be remembered that the Great 
Fastern Railway, which found itself unable 
to bear the cost of electrification at the 
prices ruling after the first world war, 
improved by more than 25 per cent. the 
efficiency of its steam services in this dis- 
ric by clever re-modelling of its traffic 


arrangements. This noteworthy achieve- 
ment (fully described in The Railway 
Gazette of October 1, 1920), included the 


maintenance at peak hours of a 2-min, 
headway with steam traction over a single 
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operation by electric traction of the lines 
out of Liverpool Street, L.N.E.R., has 
always been the conflicting train paths on 
the level, particularly at Stratford, and in 
1930 the L.N E.R. (into which the G.E.R. 
was merged at grouping in 1923) was con- 
sidering a deepilevel tube between Liver- 
pool Street and Ilford, but on financial 
grounds was unable to undertake the task. 

After the formation of the London Pas- 
senger Transport Board in 1933, and the 
establishment of a pool with the main-line 
railway companies, the whole problem of 
transport in the north-east of London 
(namely, that part of the L.P{T. area east 
of the River Lea and north of the Thames) 
was considered as one project, regardless 
of ownership. 


1935 New Works Programme 

The scheme, as eventually adopted under 
the 1935 New Works Programme for the 
expenditure of £45,000,000 in improving 
London’s transport, provided for the exten- 
sion of the Central Line tube from Liver- 
pool Street to Stratford and Leyton. A 
further section of new tube between Ley- 
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tonstone and Newbury Park, and the elec- 
trification, on the London Transport 600- 
volt d.c. fourth rail system, of a group 
of L.N.E.R. lines, enabled the entire 
L.N.E.R. train service to Epping, Wood- 
ford, and Leyton, as well as on the Fairlop 
Loop, to be transferred to Central Line 
tube train operation instead of running 
into Liverpool Street main-line station. 
This eliminated one of the junction diffi- 


culties at Stratford. 
The way was thus left clear for the 
L.N.E.R. to electrify, on the 1,500-volt 


d.c. overhead system, for its own opera- 
tion, the main line from Liverpool Street 
vo Shenfield. This work was suspended 
during the recent war, but is now being 
completed. Four tracks (two through and 
two local) are to be electrified. The tube 
line, built by London Transport in con- 
tinuation of the Central Line from Liver- 
pool Street eastwards, was brought at Mile 
End to the same level as the District Line 
platforms and came to the surface at Strat- 
ford to form a platform interchange with 
the Shenfield service. The new London 
Transport facilities also enabled the Up 
Local line platform at Bethnal Green Sta- 
tion to be dispensed with, and Coborn 
Road Station closed, when the Central 


Line tube trains were extended to Stratford 
1946. 
plan 
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arrangement. before any track alterations were begun. 
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Fenchurch Street to Stratford was to be 
electrified also, and a shuttle service was 
planned, with platform exchange at Strat 
ford. Further assistance towards eliminat- 
ing conflicting train paths was provided by 
the construction of an additional single 
line between Bow and Stratford, with ter- 
minal platforms at Stratford, This line 
was to accommodate a shuttle service of 
electric trains to and from Fenchurch 
Street in bays of the same platforms that 
serve (on their through faces) what are 
now the Eastern Region local lines from 
Liverpool Street, and are used by the Cen- 
tral Line tube trains. 

We understand that work on the Fen- 
church Street electrification is in abeyance 
for the present, and efforts are being con- 
centrated on the main Liverpool Street to 
Shenfield line. 

The various changes envisaged enabled 
the tracks out of Liverpool Street to be re- 
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Liverpool Street Station itself, the first 
major reconstruction undertaken — since 
1920, when the suburban lines leading to 
platforms | to 4 were replanned. The six- 
track section between Liverpool Street and 
Bethnal Green carried the most intensively- 
operated steam service of any main line in 
the country. In peak hours a 2-min. head- 
way was achieved on the suburban lines, 
and both the local and through lines 
carried 19 trains an hour in each direction, 
entirely with steam traction. 


Approach to Liverpool] Street 

As already explained, successful electri- 
fication plans necessitated the elimination 
of some of the conflicting train paths, and 
so the plan for re-arranging the approach 
to Liverpool Street was designed to give 
the greatest freedom of movement. To 
this end, the eastern boundary wall of the 
station was demolished, and rebu.lt up to 























One of the new trains leaving Ilford for a trial trip on March 23 


arranged, so that the through lings are to 
the north. and the local lines to the south, 


whereas formerly the  positiofs were 
reversed. 

Of the three pairs of tracks leaving 
Liverpool Street, the northernmost pair 


accommodates the Enfield and Chingford 
local trains, which diverge at Bethnal 
Green, and is entirely separate from the 
main group passing through Stratford. 
The middle pair of lines (formerly the local 
lines) are now the fast lines to Ilford and 
so on; they also take the Cambridge main- 
line traffic as far as Bethnal Green Junc 
tion. The southernmost pair are now the 
slow lines between London and Ilford. 


New Flyover Built 


The reason for this change was to 
enable local trains from Shenfield and 
Gidea Park to Liverpool Street, which 


start the journey on the.northernmost pair 
of tracks, to reach the east side of Liver- 
pool Street—platforms 15 to 18—without 
crossing the path of main-line trains on 
the level between Stratford and Liverpool 
Street. To effect this, a flyover was built 
between Manor Park and Ilford to carry 
the slow lines over the fast lines. It was 
brought into use on October 6, 1947, and 
was illustrated in our issue of November 
28, 1947. 

The next stage was the remodelling of 


40 ft. farther back from the running lines. 
The widening ran from the end of No. 18 
platform to a point just beyond the bridge 
carrying Norton Folgate over the railway. 
The heavy civil engineering works, involv- 
ing the lengthening of Primrose Street and 
Worship Street bridges, and the recon- 
struction of Norton Folgate bridge, were 
practically complete at the outbreak of 
war in 1939. 


Segregating Traffic 

One of the chief aims of the reconstruc- 
tion has been to segregate main-line and 
local traffic by keeping main-line, South- 
end and Hertford traffic on platforms 5 to 
14 and confining the local traffic to the 
extreme west and east sides of the station. 
The suburban lines, carrying only local 
trains for Chingford and Enfield from 
platforms 1 to 4, already conformed to 
this plan, but the position on the local and 
through lines was not so satisfactory. The 
local lines carried Cambridge main-line 
trains for places beyond Broxbourne, 
Loughton line stopping trains, and some 
of the Gidea Park local trains. The 
through lines carried main-line trains from 
Colchester and Southend, together with 
most of the Gidea Park local trains. 

This intermingling of main-line and 
local trains presented the operating de- 
partment with many awkward problems. 
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For example, a main-line train entering 
platforms 7 to 10 from the up through 
line completely blocked the east side of 
the station. A train leaving platforms 1; 
or 14 for the down through line blocked 
platforms 11 or 12. Worst of all, the 
Gidea Park trains on the loca! line hag 
to cross both the through lines to reach 
their platforms (13 to 18). This causeq 
great congestion on the through line 
between Stratford and Liverpool Stree 
and prevented any increase in the service 
to local stations between Stratford and 
Shenfield. 


One of the greatest feats of railway 
engineering in the last 25 years in this 
country was taken a step further op 


October 28, 1947, when L.N.E.R. engineers 
put in hand the first of five major engineer. 
ing changeover stages at that station, 
Platforms 11 to 18 inclusive are being pro- 
vided with overhead equipment for electric 
working, but most of the electric service 
will be confined to platforms 15 to 18 ‘n. 
clusive. 

The platforms had been partly re. 
constructed to take the new layout of 
tracks which bring the suburban electric 
lines into the east side of the station. The 
changeover, which began at I1 p.m. on 
October 28 and lasted until Monday, 
November 3, 1947, involved changing all 
the points and crossings of the track 
serving platforms 11 to 18. During this 
period of five days, six trains a day into, 


and eight trains a day out of, Liver- 
pool Street were diverted to Fenchurch 
Strect. 


Platform Reconstruction 

Between the completion of Stage 1 above 
referred to, and the completion of Stage 2 
on March 22, 1948, considerable works 
were carried out in connection with the 
reconstruction of the platforms, and the 
installation of items which could be laid 
without interfering with the existing rout- 
ing. The site lent itself to this in so far 
as the preliminary Stage 1, already referred 
to, was laid in free ground. The result 
of this was that each successive stage had 
provided for it a certain amount of spare 
ground on which the installations lead 
ing up to the major change-over could be 
undertaken, 

The second. stage was, _ therefore 
completed between Friday, March 19 
and Monday, March 22, without cancel- 
ling a single train. Platforms 13 and 14 
were out of use from 11 p.m. on March 18 
to 5 a.m. on March 22, and platforms 15 
to 18 from 11 p.m. on March 20, unti 
5 a.m. on March 22. These platforms 
also were out of use on the nights of 
March 18/19, and 19/20, from 11 p.m. to 
5 a.m. 

On this basis the remaining stages, up to 
the end of Stage 5, proceeded in correct 
order, and throughout this programme ever} 
week-end was occupied either by a perma- 
nent way or a signal phase of the major 
Stage. 

The only exception was at holiday 
periods, when it was considered advisable 
not to carry out any track alterations. Dur- 
ing the whole of this period, between mid- 
summer, 1947, and December, 1948, the 
formation over the whole lay-out was 
lowered with each successive stage, to pro- 
vide overhead clearance under the bridges 
at Primrose Street and Pindar Street. In 
addition, new engine dock accommodation. 
water columns, and all the other ancillary 
works, both for electrification, and for the 
isolation of electrification from steam 
working, were carried out during these 
phases, so that the structural alterations 
were completed to enable the final perma 
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nent way changes to take place during the 
week-end on which the major stage changes 
were scheduled. 


Signalling 

An unusual feature of the old signalling 
system at Liverpool Street was that all 
trains were controlled, at some stage, by 
West Box. The points leading from the 
local and through lines to the east side 
were worked by West Box, and a great 
deal of slotting and interlocking was neces- 
sary. After Stage 1 of the relaying was 
completed, however, West Box was cut out 
of the through lines, and East Box had 
complete control of this traffic. 

The East Platform Box, at the end of 
Nos. 14 and 15 platforms, had locks on 
the signals of the East Box, to prevent 
trains being admitted to an occupied plat- 
form. This arrangement arose from the 
difficulty of sighting al] the platforms from 
the East Box, whereas the East Platform 
Box was much better placed. The East 
Platform Box has now been demolished, 
and platforms 11 to 18 have been track- 
circuited throughout, with electric depres- 
sion bars near their inner ends. 

The re-arrangement of the locking in the 
East Box, which affected practically all its 
136 levers, was begun at 8 p.m. on March 
20, 1948. New starting signals, with draw- 
ahead arms and shunting discs, replaced 
the original signals on platforms 14 and 15. 
Up inner homes at the platform ends were 
dispensed with as relaying proceeded. To 
make room for the considerable number 
of electric lever locks required for the 
permanent way remodelling stages, most 
of the mechanical SYX lock and block was 
replaced by special instruments designed 
to provide the equivalent in electrical form. 
This work was carried out before the 
commencement of the stage works. 


Electrical Point Operation 


The new tracks are completely track- 
circuited, and a good deal of mechanical 
detection has been replaced by electric 
detection. In connection with Stage 2, 
fifteen sets of points were operated elec- 
trically from the East Box by means of 
machines installed by the Siemens & 
General Electric Railway Signal Company 
as part of the complete resignalling, which 
will be controlled from the new power 
box. The use of these machines sur 
mounted the difficulty of providing a run 
of rodding in a confined space which 
would have been necessary if mechanical 
operation of the points had been employed. 
It will also facilitate the eventual change- 
over to the new power signal box. 

The alteration of the mechanical inter- 
locking of the lever frame in the East Box, 
which had proceeded throughout the 
Saturday/Sunday night, and the connect- 
ing up of the new signalling work were 
completed by 11 p.m. on Sunday, March 
21, 1948. The new illuminated track dia- 
gram was the fourth the East Box had 
had in six months. Before the work was 
handed over at 1 a.m. on Monday, March 
22, four hours ahead of schedule, an 
engine and van were used to clean the 
new tracks, so that rust would not inter- 
fere with the track circuits. 

The track alterations affect platforms 7 
to 18 (inclusive). Stage 3 was carried out 
between April 17, and 18, May 18, and 
24, when the approaches to platforms 11 
and 12 were track-circuited, and platforms 
13 and 14 connected to the local lines by 
the spurs which were left during Stage 2. 
When the track alterations are finished, 
the two Liverpool Street signal boxes, 
totalling 376 levers, will be replaced by 
an all-electric power signal box, equipped 
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by the Siemens & General Electric Rail- 
way Signal Company. This box, which 
overlooks the whole station and _ its 
approaches, together with a second at 
Bethnal Green (recently brought into use), 
will replace the 9 manual boxes. Colour- 
light signalling will replace the present 
semaphore signalling. 

To avoid renaming signals and levers in 
the existing signal boxes, the present 
names of local and through lines are being 
retained until the new signal boxes are 
brought into use, and electric services 
inaugurated. 

New signal boxes at Bethnal Green and 
Mile End were brought into use last 
February. Both are equipped with a panel 


operating on the “route system.” Instead 
of operating various signal and point 
levers, the signalman actuates a route 


switch which sets the route desired and 
clears the relative signals as soon as the 
route is clear. Eventually no fewer than 
31 old mechanically-worked signal boxes 
will be replaced by ten modern signal 
boxes and relay*rooms. There will also 
be three stand-by generator units to main- 
tain power supply in the event of failure 
of the normal supply. 

As the Loughton service has been with- 
drawn, use of the “local” lines is now 
confined to main-line trains for places 
beyond Broxbourne and Shenfield, together 
with the bulk of the locomotives and 
empty carriage stock between Liverpool 
Street and Stratford. Local trains from 
Gidea Park now run over the Ilford fly- 
over, and into Liverpool Street on the 
through line, without fouling any main-line 
movements. 

The long lead from the through lines 
to platforms 7 to 10 is no longer neces- 
sary, and the through lines will serve only 
platforms 13 to 18. The local lines will 
serve the east side platforms Nos. 11 to 14 
as before. Hitherto, all platforms except 
No. 16 had engine docks, but, in view of 
the impending electrification, platforms 16 
to 18 have been reconstructed without 
engine docks, and the coaling stage near 
No. 18 platform has been removed. Short 
platforms, especially Nos. 13 to 15, are 
being lengthened, so that longer trains can 
be accommodated, and the rather tortuous 
exit from platforms 13 to 18 has been re- 
placed, where possible, by straight track. 
All electric services will run on _ the 
through lines, and fast electric trains will 
be transferred to and from the local line 
by a double crossover 300 yd. east of 
Bethnal Green East Junction. 


Electric Rolling Stock 

The new electric trains, in 9-car sets, 
will accommodate 528 seated and 660 
standing, compared with an average of 
1,000 seated and standing in a steam- 

hauled 10-car train. This new rolling 
stock is in course of delivery to Ilford 
depot, which is now nearing completion, 
and some of it is illustrated. At Hford 
there will be stabling sidings, a mainten- 
ance shed for inspection of rolling stock 
together with repair shops, and office 
accommodation and canteen facilities for 
the staff and accommodation for trainmen 
signing on and off duty. The repair equip- 
ment includes two 25-ton overhead cranes, 
now jn position, for handling coach bodies 
and bogies. There is also a cleaning shed, 
with office and cleaning staff accommo- 
dation, and a washing plant building. The 
new rolling stock will be washed auto- 
matically. 

For the overhead line equipment some 
95 per cent. of the foundations, 88 per 
cent. of the masts, and 77 per cent. of the 
gantries had been finished by the begin- 
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ning of March, and rapid prugress is being 
made towards the completion of this work. 
About 75 single track-miles of overhead 
line have been run out, and the concrete 
posts and brackets for high tension and 
pilot cables have been erected on 22 miles 
of route and half the cable so far has 
been laid. 

Electrical equipment for the sub-stations 
has been delivered to Chadwell Heath and 
Stratford. The equipment at Chadwell 
Heath sub-station has been erected and 
tested, and is already in use for trial 
running. Current was switched on for the 
first time on March 23 between Ilford and 
Chadwell Heath, and a 6-car electric train 
left the new depot at Ilford to begin a 
series of trial runs. 

Train Services 

The timetable for the electric train ser- 
vices has not yet been completed, but the 
main characteristics will be as follow:— 
During peak periods there will be 21 
trains an hour out of Liverpool Street, 
consisting of 3 all stations to Shenfield; 
3 all stations to Gidea Park; 6 Stratford, 
Seven Kings, and all stations to Gidea 
Park; 6 Ilford non-stop; and 3 Romford 
non-stop and all stations to Shenfield. Of 
these, the Stratford, Seven Kings, and all 
stations to Gidea Park trains will reach 
Seven Kings in 154 min. and Gidea Park 
in 27 min. The Ilford non-stops will take 
12 min. The Romford non-stops, and all 
stations to Shenfield trains, will reach 
Romford in 17 min., Brentwood in 29 
min., and Shenfield in 33 min. 

It is expected that in October next 
some electric train services will be intro- 
duced during the off-peak periods. and 
that the electric services will be in full 
operation by the end of this year. 


A Direct SERVICE To St. MaLo.—For 
early holiday-makers to the Brittany 
coast the direct service from Southampton 
to St. Malo will be restored at the end of 
May. In the outward direction the service 
will run every Tuesday from May 31 to 
June 21 and inwards on Wednesdays from 
June | to 22. From June 27 the service 
will be increased to three sailings weekly 
on Mondays, Wednesdays. and Fridays to 
St. Malo, and on Tuesdays, Thursdays. 
and Saturdays from St. Malo. The ser- 
vice will be operated by the Falaise and 
the connecting restaurant car train will 
leave Waterloo at 6.40 p.m. Sailing 
tickets must be obtained for outwards sail- 
ings on Fridays and inwards sailings on 
Saturdays. 


SOUTHERN REGION WEEK-END CHANNEL 
CruISES.—The first of a series of week-end 
Channel cruises by the Southern Region 
steamer Falaise will leave Southampton 
on May 6 for Rouen and Havre and 
return on May 9. The full programme in- 
cludes six week-end cruises and an extra 
long one at Whitsun. To ensure comfort 
a maximum of only 185 passengers will be 
carried on each cruise. The minimum 
charge for a cruise is £9 9s. from South- 
ampton or £10 10s. from London. The 
minimum fares for the long Whitsun 
cruise to St. Malo and the Channel Islands 
are £12 12s. from Southampton and 
£13 13s. from London. Tickets can be 
obtained and berths reserved at the Conti- 
nental Enquiry Office, Victoria Station, 
London, S.W.1, the Docks & Marine 
Manager, British Railways. Southern 
Region. Southampton, or at the principal 
travel agencies. A number of attractive 
shore excursions will be arranged at the 
various ports of call. 
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Forty Years of Automatic Train Control* 


Development of the Great Western system 


and the experience 


— 


A.T.C. engine cab apparatus 


A! the outset it may be well to recapi- 

tulate briefly. the elements of a con 
troversy of which automatic train control 
is but one aspect. 

The safe passage of railway traffic, 
moving at varying speeds along the tracks 
and across the junctions of the railway 
system, demands, in the ultimate analysis, 
the successful and correlated exercise of 
their duties by the signalmen and the loco- 
motive drivers. Within the scope of the 
activities of each are inherent risks of 
mistake or misinterpret: ition Safeguards 
are provided for the signalman in ingenious 
interlocking devices allied to track cir- 
cuiting, which, together with compre- 
hensive instructions, constitute the basis 
on which he manipul: ites the traffic on his 
section. For the driver, whose prime duty 
is to observe and correctly to interpret the 
signals exhibited, safeguards may be of 
two different forms. One is the provision 
of powerful colour-lights, accurately sited 
and focused, which may be relied on to 
facilitate his observance of signals, leaving 
entirely to him their correct interpretation. 

Even in sections closely signalled with 
many lights all within his area of vision, 
he must distinguish accurately the signal 


applicable to his train, and act on its 
aspect. With the other form of safeguard, 
some type of additional indication ig the 
cab of the locomotive, accurate and 


clearly repeating the visual aspect Of the 
trackside signal, may be provided and 
reliance placed on the dual aid thus 
afforded, not only to observe the aspect of 
signals, but also to distinguish those applic- 
able to his own train from others visible 
at the same time. 

This paper proceeds on the assumption 
that the controversy has been resolved, as 


* Abstract 
before the 


of paper read on December 15, 1948, 
a of Locomotive Engineers, by 
Dymond, Assistant to Chicf 


Mr. A. 
Mechanical p Western Region 





obtained with it 
it certainly was on the 
Great Western Railway, 


by giving the driver both 
safeguards in densely 
signalled areas, and afford- 
ing him the constant 
solace of a cab signal ‘in 
areas where the provision 
of  colour-light — signals 
would be an expensive re- 
finement not justified by 
the local conditions. 
Allied to the production 
of repetitive indications 
in the engine cab, either 
visual, audible, or both, 
of the trackside signals, 
may be means for auto- 
matic adjustment to the 
driver's control of the 
train. This usually takes 
the form of automatic 
application of the con- 
tinuous brake, but could 
include shutting down the 
power supply; for instance 


the regulator handle con- 
trol, or fuel valve con- 
trol, as might be desired. 
Such associated functions 
have resulted in the 
whole of the cab_ sig- 
nalling apparatus and its 
appurtenances being 
known as automatic train 


control, 

Automatic train control properly so 
called, thus may be defined as the opera 
tion of trains on railways by means which 
exclude the agency of the driver on the 
power vehicles. The extent to which this 
is completely Gut varies with the 
different installations, but, in passing, it 
may be of interest to state that in this 
country, the Post Office Tube Railway in 
London is run with driverless trains. 


carried 


In America the idea has been carried 
out in many forms. Though, of course, 
not dispensing with the drivers on the 
engines, in certain installations the 
behaviour of the train on the track is con- 
trolled extensively: for example, in the 
case of an obstruction on the line ahead, 


and where penmanent speed restrictions are 
in force. 
Whatever system of 


trol may be in use, 


automatic train con 
its function is depen- 


dent on the production of a suitable and 
clearly distinguishable signal on the loco- 
motive. depending on the state of the 


semaphore. or other signals on the track, 
and this raises the question as to which of 
the signals, that is, caution, or stop, are to 
be repeated in the cab of the locomotive. 
It is on this general guestion of the type 
of signal to be repeated in the cab of the 
engine, that the various diverse designs of 
automatic train contro] have been evolved. 

Completely automatic control of the 
train, which means repeating in the engine 
cab. the state of every signal passed, and 
the production of suitable braking effects 
on the engine where necessary, is effected 
on the Post Office Tube Railway and also 
is achieved, in some degree, in America, by 
the extremely ingenious systems in partial 
use there. However, there is serious objec- 
tion to complete automatic train control, 
apart from the expensive and complicated 
apparatus necessary to produce it, and that 
is the undesirability of taking complete 
control of the train out of the driver’s 
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hands, thereby relieving him « f his per. 
sonal responsibility for the safety of his 
train. 

In this country, the general opinion js 
towards a system of train contro] which 
aims, not at relieving the driver of this 
responsibility, but rather towards assisting 
him in his duty, especially in adverse gir 
cumstances such as bad vis bility, of 
receiving and interpreting the indications 
of the trackside signals. Together with 
other important considerations affecting 
technical points of design and questions of 
expenditure, this has resulted in completely 
automatic train contro! not being favoured 
in this country. The extent the: i‘) to which 
partial control may be effectively under. 
taken, will depend on the degree of assist. 
ance jt is intended to afford the driver, 


Free Working of the Line 
The function of caution signals and the 
related stop signals makes them of para- 
mount importance in the free working of 
the line, particularly where high speeds are 


concerned, and the repetition of such 
caution signals in the cab will afford the 
driver considerable assistance in a!l circum. 


stances, because, stiould he be reassured by 
the repetition of, say, the proceed position 
of a caution signal, he will then run 
through the section with confidence know- 
ing that the step signals should also be 
at proceed. When, however. caution 
signal is not at proceed, the responsibility 
of correct observation and interpretation 


of the dependent stop signals is thrown 
entirely on the driver. This type of par 
tial automatic train control was accepted 
as the standard for this country by the 
findings of the Automatic Train Contr 
Committee of 1927. 

On the Western Region lines the 
caution signal is a distant signal, usually 
of the semaphore arm type, and a single 


yellow ~ is exhibited when the arm 
horizontal, a green light being visible when 
the signal is a proceed. The train contro 
aims at the production in the engine cab 
of two signals corresponding with the tw 
possible states of the distant signal. The 
indications preduced are as follow 
Distant signal at caution 


A siren is sounded and the brakes are automatica 
applied with increasing force 


Distant signal at proceed 
A bell rings 


To produce these differing effects 11 
the engine cab, some type of interactior 


obviously must take place between appara 
tus on the engine and on the track. The 
Great Western system was devised before 


the technique essential to the success ol 
non-contact systems had —_e and 
depends on the vertical lift of a skid, ¢ 





shoe, each time ithe engine peti over 3 


ramp on the track. The ramp, a “T° 
iron carried on a timber baulk, is 44 ft 
3 in. long. with its highest point 3} In 


above rail level. A relay near to it's 
energised when the distant signal lever Is 
reversed and the semaphore off, enabling 
small 3-V. battery to be used in the box. 
and this in turn connects a local battery in 
circuit to give 12°5 V., negative on the 


ramp. The current taken to give the clear 
signal on the passage of an engine is 50 
mi!liamperes. 


The shoe has a lift of 1 in. at the ramp 
and has two functions, one depending 00 
its lift, the other on its ability to act as a0 
electrical conductor. To it is attached 3 
switch, opened every time the shoe 
lifted, in the circuit of a battery carried 00 
the engine. This controls the current fed 
through a pair of electro- “magnets in {Me 
apparatus. These hold in position a hon- 
zon‘al hinged armature, which, in tu, 
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controls the movement of a valve in the 
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Arrangement used on engines having to work over lines fitted with 
central conductor rail 


because in no case was the height of the 
third rail found to exceed 34 in., and this 
in very few circumstances. 

On leaving an electrified area. the engine 
passes over a live ramp 4} in. high, ener- 
gised at 48 V. positive. which energises 
an electro-magnet that withdraws the catch 
and allows the shoe mechanism to drop 
to its normal position. 

This apparatus was fitted to all engines 
working into Paddington suburban station, 
and to those regularly working into Smith- 
field Market and Addison Road, together 


with a number which may work into 
Addison Road with excursion trains. 
Ramps for operating it are fitted at 


a number of sites in the London area. 
No serious difficulty has been experienced 
with the device since its general adoption. 


Another interesting development arose 
with the advent of the diesel railcars with 
their either-end control. Equipping them 
with a shoe was no very great difficulty, 
as a modification of an existing design of 
an unsprung engine shoe apparatus en- 
abled a suitable arrangement to be slung 
on to one of the axles, the principal 
novelty being the method of securing the 
unit from rotating. The main difficulty 
arose from the vehicle being controlled 
from either end. It was necessary to 
duplicate the cab apparatus. This neces- 
sitated some means of ensuring that only 
the apparatus appropriate to the direction 
of motion should be in use and was 
achieved by coupling the two sets to 
the line and battery circuits through two 
cut-out switches in parallel. 
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Modified equipment for use with 
four-aspect signalling 


To each cut-out switch is attached a 
vacuum shut-off valve, so that the act of 
opening the switch contacts  simul- 
taneously shuts the vacuum valve. The 
siren in the cab appropriate to this switch 
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will not sound, as no air will be sucked 
past it. To detect the position of the 
switch and vacuum valve, the normal 
gauge in each driver’s vestibule is attached 
to the train pipe on the a.t.c. apparatus 
side of the cut-out switch and thus will 
exhibit zero reading when the apparatus 
is switched out of use. Two contacts are 
provided in the switch, one in the circuit 
from the battery feeding coils in the 
electro-magnets controlling the siren valve, 
and the other in the circuit from the shoe 
through the polarised relay. With the two 
contacts open, therefore, neither bell, nor 
siren will sound as the engine passes over 
the ramp on the track. It is, of course, 
possible for both cut-out switches to be 
open and neither apparatus in use, but 
the absence of a reading on the vacuum 
gauge will quickly draw the driver's 
attention to this, and the operation of the 
switch and vacuum valve, which is effected 
simultaneously with the movement of one 
handle, brings the vacuum gauge into use 
and connects the circuits to the apparatus. 


* Push-Pull ” Trains 

A further interesting development has 
been rendered necessary by the increas- 
ing use of “push-pull” or auto-trains. 
These are equipped with gear on each 
vehicle or trailer which makes it pos- 
sible for the train to be driven from an 
appropriate driver’s vestibule on the end 
trailer. Suitable rigging is provided so 
that from the vestibule the driver can 
operate the regulator valve on the engine 
and blow the whistle. Control of the 
brake is by a standard air valve in the 
vestibule for application of the brake, 
but the brakes must be released by the 
fireman on the engine after application by 
the driver in the vestibule. Not more than 
four such trailers may be attached to the 
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engine. and not more than two on each 
end of the engine. With this maximum 
arrangement, there are five places on the 
train from which it is possible to arrange 
for it to be driven. 


Repetition 

Originally, the signals received on auto- 
trains were confined to the engine; conse- 
quently, when the driver was driving from 
a trailer, he was quite ignorant of them 
and had to rely on the fireman to receive 
and interpret, and reset the caution brake 
application when necessary. This unsatis- 
factory state of affairs has been overcome 
by installing apparatus which makes pos- 
sible the repetition of the audible signals 
and caution brake application in whicheve~ 
vestibule the driver happens to be. Both 
driver and fireman receive the signals 
when the train is driven from a trailer 
vestibule, and both have to reset the 
caution brake application when necessary, 
thus ensuring that both are cognisant of 
the warning. 

To achieve this, certain modifications to 
the standard engine cab apparatus, and a 
new design of apparatus for use only in 
the vestibules. were found to be necessary. 
This apparatus is linked together with 
electric wires extended to the full length 
of the train and furnished with suitable 
plug connections at the end of each 
vehicle to facilitate coupling up and 
so on. 

The a.t.c. apparatus on the engine is 
permanently in use, but on the trailers a 
cut-out switch and vacuum valve, as used 
on the diesel cars, isolate it and the 
vacuum gauge. 

A little used modification of the stan- 
dard apparatus is necessary when it has to 
be used on a single line—which occurred at 
the very beginning of the tests made with 
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it long ago—as it is essential that only 
these signals should be received on the ep. 
gine as apply to the direction in which it js 
travelling. On the Western Region the 
single line instruments are interlocked with 
switches controlling the polarity of the cur. 
rent supplied to the ramps, and the arrange- 
ments are such that when an engin © Passes 
a ramp applying to the opposite tirection 
of running, no signal is received. 


Four-Aspect Signalling 

On certain lines, under heavy traffic cop- 
ditions, four-aspect signalling has been ip- 
troduced and the problem arose of giving 
suitable distinct audible. warnings io corre- 
spond to double-yellow and single-yellow 
colour-light signals. It was decided to 
adopt the usual bell signal for proceed 
(green light) and siren with brake applica- 
tion for the ordinary caution or single- 
yellow aspect. When double yellow js 
showing, however, a horn signal is sounded 
simultaneously with the siren and brake 
application. The essential audibility of 
the signals has been preserved, with the un- 
doubted psychological merit of having two 
distinct sounds to correspond to two distinct 
lights. This result is achieved by applying 
positive polarity to the ramp—as in the 
case of single-line working—and a suitable 
arrangement of polarised relay contacts on 
the engine. 

The G.W.R. system of a.t.c. has been in 
constant and increasing use on the main 
lines of the Western Region for over 40 
years and is now in operation throughout 
the whole of the main routes. It is, more- 
over, the only a.t.c. in use as a standard 
equipment on any main line railway in the 
world. 

It stands as effective testimony to the 
skill and enterprise of the G.W.R. signal, 
locomotive and traffic departments. 





The tariff revision in Switzerland in 1947 required an initial printing of 18 million new 


tickets. 


The ticket printing plant of the S.F.R. in Berne began this work in September, 1947, 
so as to enable the booking offices to issue the new tickets from February 2, 1948, onwards 
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View taken at Shenfield on June 26, 1948, showing overhead electric equipment. The 2-6-4 tank 
locomotives heading the trains are lettered respectively British Railways and L.N.E.R. 























New carriage sheds for electric rolling stock under construction at Ilford 
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The Shenfield Electrification Scheme 


(See article on page 407) 








Interior arrangement of one of the new coaches. There is a general similarity to London Transport 
Underground Railway layout. It will be noted that push-button control of the doors is provided 
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Radio-Telephone Service in U.S.A. Trains 


Mobile radio-telephone facilities available 
to passengers in famous American expresses 


(From a Correspondent) 
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Radio-telephone station and mast at Grand Rapids, Michigan, 
Chesapeake & Ohio Railway 


just over two years ago, the first com- 

mercial mobile radio-telephone service 
was introduced in St. Louis by the Bell 
Telephone Company of America, whereby 
a dashboard telephone enabled car and 
lorry drivers to speak direct to home or 
office. Today, mobile telephone services 
operate in 76 American cities, and the 
service has been developed for use on a 
number of long-distance express trains. 
First in the field were the New York 
Central, Baltimore & Ohio, and Pennsyl- 
vania railroad companies. 

Mobile telephone service is available to 
New York Central passengers using the new 
all-Pullman “ Twentieth Century Limited,” 
running the night service from New York 
to Chicago, and on the “Commodore 
Vanderbilt,” which covers the same route 
by day. At present, the service is avail- 
able for the 436 miles from New York 
to Buffalo, and plans for extension are 
going forward. 

On the New York-Washington route. 
the Baltimore & Ohio “Royal Blue 
Express”’ and the Pennsylvania “ Legis- 
lator,” ‘“* Potomac,” and ‘ Congressional 
Limited,” are all mobile-telephone 
equipped. The mobile telephone is par- 
ticularly popular on this route, used as it 
is by many Government officials, business 
men, and journalists. A section of the 
lounge or observation car in each train 
has been partitioned off to afford privacy 
to passengers using the train telephone. 

The basic principle involved is that sig- 
nals are carried by radio between the 
mobile installation in the train and the 
mobile service centre, and thence by 
ordinary telephone line to the distant sub- 
scriber. For railway operation, and also 
for operation on main U.S.A. highways, 
the long distances to be covered necessi- 
tate the provision of a chain of receiver 
transmitter stations to break the gaps be- 
tween mobile service centres along the 
route. 

The train installation includes a phase- 
modulated transmitter, the usual power 
output being 25 watts, a crystal controlled, 
double-superheterodyne receiver, and an 
associated selective signalling unit. Inter- 


ference between the transmitter and re- 
ceiver is avoided by the use of diftereni 
aerials separated by the length of the 
coach. In addition, a filter is provided in 
the receiver aerial to discriminate against 
the transmitter frequency. The combined 
effect has proved entirely successful. 

To make a call from a moving train, 
the user simply removes the hand tele- 
phone from its rest, this action activating 
the transmitter and causing a spurt of 
carrier to be radiated. This is picked up 
by the receiver/transmitter station within 
range and operates a relay switch in the 
control terminal which lights a lamp on 
the switchboard. 


Automatic Response 

When the operator plugs in to answer, 
the land transmitter is started automati- 
cally. A frequency monitor determines 
that the carrier is on the proper frequency 
and flashes a signal to the operator that 
the system is in order. The call is ex- 
tended from the switchboard to the de- 
sired number over the ordinary telephone 
network. Should a frequency deviate 
from its correct value by more than a 
few thousandths of one per cent. an alarm 
bell is automatically sounded and 
engineers can at once attend to the fault. 

To establish a call from a fixed tele- 
phone to a moving train, the caller first 
obtains the mobile service operator by 
asking for “ Mobile Service” and giving 
the title of the wanted train or the code 
number, if known. The mobile service 
operator knows, from the train timetables. 
the approximate position of the train, and 
if it is out of range he passes the call to 
the nearest mobile centre. The code 
number always consists of two letters and 
five digits, i.e., XY3-2774. 

To complete the call, the mobile centre 
operator plugs into the jack and dials the 
required number in the ordinary way. This 
causes alternate spurts of 600- and 1,500- 
cycle tone to be radiated, which operates 
the selector unit of all mobile receivers 
within range. 

Five stop-pias are placed in the con- 
tact wheel in positions corresponding to 
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the five digits of the code number for the 
particular selector. When a _ digit is 
dialled, the contact wheels of all selector 
units within range will advance a corres- 
ponding number of steps, but only those 
wheels which have pins at the point of 
advancement will hoid, the remainder re- 
turning to normal. Thus, only the one 
selector progressively advances on all five 
digits to operate the bell and signal light 
in the receiver which is being called. All 
selector units are returned to normal when 
the operator again plugs in to make the 
next call. 


Phase-Modulated Transmitter 

The transmitter at the mobile service 
centre is phase-modulated, with an output 
of 250 watts. Associated with the trans- 
mitter is the “ Vogad” (Voice-Operated- 
Gain-Adjusting) device which adjusts the 
speech volume from the switchboard to a 
steady volume for radio transmission. This 
permits the transmitter to be almost fully 


modulated at all times, and ensures 
maximum efficiency. 
The most recent trains to provide 


mobile-telephone service are the Chesa- 
peake & Ohio Railway “ Pere Marquette ” 
streamliners. These trains run between 
Detroit and Grand Rapids, Michigan, and 
the apparatus was specially designed by 
the Farnworth Television & Radio Cor- 
poration to cope with the peculiarities of 
the route. 





Head telephone set used by the 
Chesapeake & Ohio Railway 


In this system greater attention has been 
given to mobile telephone facilities for 
the use of the train crew as a means of 
communication with key operating person- 
nel at terminal stations. The Farnworth 
“ Firecracker” aerial, which protrudes 
from the top right-hand side of the loco- 
motive cab, is only 12 in. high to clear 
overhead obstructions, but it has the same 
efficiency as the standard 18-in. type. The 
main element of the aerial is securely 
earthed so that dangerous. electrical 
charges cannot accumulate when the 
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train is running beneath overhead clectri- 
fication ‘systems. 

The radio circuit may be used by the 
train crews for inter-communication. The 
microphone used by the engineer is of the 
directional noise-cancelling type so that 
the sound of the diesel engines is not 
picked up during conversation. The radio 
equipment in the diesel locomotive is con- 
nected by wire line to the accommodation 
used by the train crew in other parts of 
the train so that the crew can talk to 
One another over the line or use the radio 
equipment to speak to other mobile or 
fixed radio stations. 


Chime Indicator 


The radio station for the use of pas- 
sengers is mounted in a cabinet in the 
dining car, and telephones connected to 
this are placed at either end of each pas- 
senger coach on the train, so that passen- 
gers do not have to walk through to the 
dining car to make or receive calls. 
Incoming calls are indicated by a chime 
mechanism which operates until one of the 
receivers is lifted. There is also a red- 
light indicator on the radio equipment 
in the dining car. 

The Chesapeake & Ohio Railway has 
made good use of the mobile-telephone 
facility for train control work. At Grand 
Rapids and. Detroit fixed radio stations 
have been established so that the con- 
trollers there can speak direct to the en- 
gineers of approaching trains. Contact 
can be made when the, trains are 20 miles 
away. Similarly, train crews can call the 
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Passenger using radio-telephone in the ‘* Congressional Limited,” 
Pennsylvania Railroad 


controllers at these places from 20 miles 
away, 

The ordinary mobile-telephone apparatus 
in use on the other railroads can be used 
in emergency by the train crew to con- 
tact the nearest station or _ control 


office. Details of any mishap can thus be 
quickly passed forward and any necessary 
assistance arranged. This point alone has 
caused the development of  mobile- 
telephone service to be favourably viewed 
by operating managers. 








Photoelastic Stress Analysis 
Experimental application to a bull-head rail and chair_ section 


PHOTOELASTIC analysis is one of the 
effective modern methods available 
to the engineer for solving problems of 


stress distribution. In simple cases it can 
be used either alone or as a check on 
mathematical solutions, and it can also 
provide reliable information on problems 
which involve complicated and tedious 
calculations, and in some cases are 
virtually unsolvable mathematically. Ex- 
amples include the stresses round notches 
and holes in bars, in riveted joints, spoked 
wheels, gear teeth, frameworks with 
welded joints or redundant members, 
pressed metal work, and the stress distri- 
bution in the threads of bolts and in 
machine tools while working. 

A scale model is made of the object to 


be tested, using a transparent material. 
Loads proportional to those acting on the 
real object are applied to the model, and, 
by viewing it in a polariscope, a pattern 
of light and dark bands is seen and can 
be recorded photographically. In two 
dimensions, the stress condition at any 
point can be defined by the magnitude 
and inclination of the two principal 
stresses, and it is possible to determine 
the stress distribution in the model from 
these lines. 

Such stress distribution will be the 
same regardless of the material of which 
the model is made, provided that only 
elastic stresses are considered and the 
material of the real object is homogeneous, 
The values obtained, therefore, apply 


directly to the real object constructed of 
steel, concrete, or other material. 

Two types of lines are observed, the 
isochromatic lines, which are coloured 
when white light is used and from which 
the magnitude of the difference between 
the principal stresses is deduced, and the 
isoclinics which are always black and 
which give the inclination of the prin- 
cipal stresses. 

Although photoelastic analysis has been 
undertaken for many years, normally only 
static methods have been used. That is, 
the model is loaded and then observed 
through a polariscope and the fringes 
measured, drawn, or photographed. A 
different load is then applied and the pro- 
cedure repeated. Some years ago, how- 
ever, the Kodak research laboratories 
wished to show that high-speed 
photography could enable a large num- 
ber of such records to be made in a short 
time, and, therefore, applied a rhythmical 
load to a plastic cross-section of a rail 
in order to simulate the passage of 
wheels across it, and photographed the 
stress patterns through the polariscope by 
means of the high-speed cine camera. 
Individual still pictures were also taken 
by means of high-speed gas discharge 
lamps. 

This film was made purely to illustrate 
the method employed, and the work was 
not carried out in conjunction with any 
railway engineering experts, nor were any 
conclusions drawn from the results 
obtained. 

Some time ago, reference to the 
existence of this film was made by Sir 
Robert Watson-Watt in opening a con- 
ference organised by the Scientific Film 
Association, and, by courtesy of Kodak 
Limited, we are now enabled to repro- 
cuce a still photograph from the Koda- 
chrome film showing the photoe 2lastic 
stress patterns in a cross-section of a 
Brit'sh bull-head rail and chair. 
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RAILWAY 


PERSONAL 


Mr. P. R. Blake is retiring from the 
office of Managing Director of the South 
Wales Transport Co. Ltd. and of the 
Swansea Improvements & Tramways Com- 
pany on June 30 next, after 46 years ser- 
vice in public-utility undertakings. He 
will, however, remain on the boards of 
both companies for a time. 


Major H. A. Harrison, M.I.Mech.E., 
M.L.Loco.E.. who, as recorded in our 
March 25 issue, is retiring at the 
end of May from the position of 
Secretary of the Institution of Loco- 
motive Engineers, commenced an ap- 
prenticeship at Crewe Works, L.N.W.R., 


Major H. A. Harrison 


Secretary to the Institution of Locomotive 
Engineers, 1931-49 


in 1897, and after periods at Owen's 
College, Manchester, and in the draw- 
ing office at Crewe, was in charge of 
various locomotive sheds until 1912, when 
he became Assistant to the Chief 
Mechanical Engineer of the Antofagasta 
(Chili) & Bolivia Railway. Two years 
later he became Chief Mechanical Engi- 
neer to that railway, but in 1915 returned 
to England to re-join HM. Forces. He 
was Adjutant to the Railway Operating 
Division Training Centre at Longmoor, and 
subsequently Chief of the Operating De- 
partment of the Sth Army Light Railways 
in France. After the armistice he served 
in the Military Railways Branch of the 
War Office unti] 1922, when he was en- 
gaged in connection with the return of 
railway rolling stock to the United King- 
dom, and the supply of railway material to 
Roumania and Poland. Major Harrison 
later became Managing Director of the 
Croydon Engineering Company: and he 
took up his present appointment in 1931. 


_ Subsequent to the taking over of opera- 
ton of the Newfoundland Government 
Railway by the Canadian National Rail- 
ways, as recorded in our last week’s issue, 
the C.N.R. has appointed Mr. Frank 
Simpson, hitherto Assistant to the Vice- 
President (Traffic), as Manager of its rail- 
way lines, coastal steamships and dry 
docks in the Province of Newfoundland, 
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in place of the late Mr. H. J. Russell, who 
was General Manager of the Newfound- 
land Government Railway. 


Mr. B. G. Turner has been re-appointed 
Chairman of the Road Haulage Associa- 
tion for the second year in succession, and 
Messrs. Frank F. Fowler, John Strang, 
Hartley Wilkinson and B. Winterbottom 
have been re-appointed Vice-Chairmen. 


Mr. G. T... Hert, BSe. (ng) 
M.I.Mech.E., A.M.I.Loco.E., who, as re- 
corded in our March 25 issue, has been 
appointed Secretary of the Institution of 
Locomotive Engineers, from June 1 next, 
was born at Purley, Surrey, on July 6, 
1904, the only son of the late Mr. A. 
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Mr. G. T. Hart 


Appointed Secretary to the Institution of 
Locomotive Engineers from June 


FitzGerald Hart, 1.8.0., formerly of the 
Principal Probate Registry. On leaving 
Westminster School in 1921 he entered 
the Stratford locomotive shops _ of 
the G.E.R. as a premium apprentice. 
At the end of his apprenticeship he re- 
ceived training on the running side. He 
obtained a Directors’ Scholarship from the 
'G.E.R. Mechanics’ Institute, which enabled 
him to study as an internal student at Lon- 
don University, where he obtained the 
B.Sc. degree. Mr. Hart was appointed a 
District Locomotive Superintendent on the 
Sudan Railways in 1930, and shortly after- 
wards joined the Egyptian State Railways, 
where he served as a District Locomotive 
Superintendent for nearly four years. At 
the end of that period he went to India, 
having been appointed an Assistant Loco- 
motive Superintendent on the Nizam’s 
State Railway in 1935. He served as an 
Assistant Works Manager of the Lallaguda 
works from 1935 to 1938; and as Acting 
District Locomotive Superintendent from 
1938 to 1943, when he was confirmed as a 
district officer. In 1947 he was made 
Works Manager of the Lallaguda locomo- 
tive, carriage and wagon works, and re- 
mained in that post until he resigned in 
August, 1948, and returned to England. 
Mr. H. E. B. Cavanagh, A.R.I.B.A., 
A.A.Dip., who, as recorded in our March 
11 issue, has been appointed Architect, 


NEWS SECTION 


Civil Engineer’s Office, Western Region, 
British Railways, received his professional 
training at the Architectural Association 
between 1925 and 1930. After varied 
experience as an assistant in the offices 
of a number of architects, he was in 
private practice until the outbreak of war 
in 1939. He joined the staff of 
the Architect, Great Western Railway, in 
November, 1945, afiter demobilisation 
from the Army, in which he served with 
the City of London Yeomanry, the King’s 
Regiment and later overseas with the Para- 
chute Battalion of the Royal Welch 
Fusiliers. Mr. Cavanagh became Assistant 
to the Architect, G.W.R., in April, 1946, 
and was appointed Assistant Architect in 
September, 1947. 


Mr. H. E. B. Cavanagh 


Appointed Architect, Western Region, 
British Railways 


LONDON MIDLAND REGION APPOINTMENTS 

Mr. L. P. Ball, Assistant (Freight Ser- 
vices), Operating Superintendent’s Office. 
Euston, to be Divisional Operating Super- 
intendent, Derby. 

Mr. G. Lovelady, District Operating 
Superintendent, Leicester, to be Assistant 
(Freight Services), Operating Superinten- 
dent’s Office, Euston. 


BRITISH RAILWAYS POLICE FORCE 

British Railways Police Force is to be 
re-organised on an area basis (see also 
editorial note in this issue). There are to 
be six areas under the command of Mr. 
W. B. Richards, recently appointed Chief 
Officer (Police), Railway Executive, the 
boundaries of each to coincide as far as 
possible with county boundaries; each area 
will be attached to a railway Region for 
administrative purposes, under the follow- 
ing Chiefs of Police :— 

London Area: Colonel N. McK. Jesper 
(hitherto Chief of Police, Eastern Region); 
Southern Area: Mr. A. Lane (hitherto 
Chief of Police, Western Region); Midland 
Area: Mr. W. E. Growdon (hitherto Chief 
of Police, Southern Region); Eastern Area: 
Mr. G. J. Shepherd (hitherto Assistant 
Chief of Police, Eastern Region); Northern 
Area: Mr. H. S. Cole (hitherto Chief of 
Police, North Eastern Region); Scottish 
Area: Mr. G. E. Beynon (hitherto Chief 
of Police, Scottish Region). 
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Mr. H. W. 


Appointed Assistant to Accountant (Rolling Stock 


Gardner 


& Stores), Western Region, British Railways 

Mr. H. W. Gardner, who, following the 
transfer of the accounts and statistics cf 
the Chief Mechanical Engineer and Stores 
Superintendent to the direct responsibility 
of the Chief Accountant of the Western 
Region, British Railways, has been ap- 
pointed Assistant to Accountant (Rolling 
Stock & Stores), joined the Great Western 
Railway in 1907. After general experience 
in the Accounts Section of the Chief 
Mechanical Engineer’s Department, he was 
appointed Clerk-in-Charge of Costs Ac- 
counts in 1929, and Clerk of Accounts in 
1934, becoming Assistant Chief Clerk in 
1940. In 1941 he was appointed Chief 
Clerk, and, in 1945, Office Assistant to the 
Chief Mechanical Engineer. Mr. Gardner 
served with the Royal Flying Corps during 
the 1914-18 war. He is a Brunel Medallist, 
and for 13 years was an evening lecturer 
in commercial subjects at Swindon College. 
He is a member of Swindon Town Council 
and Chairman of the Rating & Valuation 
Committee. 





We regret to record the death on 
April 6, at the age of 87, of Mr. Stanley 
Christopherson, formerly Chairman of 
the Midland Bank Limited. 

It is reported from Rio de Janeiro that 
a Decree has been issued appointing a 
Brazilian engineer, Senhor Luis Whateley, 
to go to London as technical assessor to 
assist Senhor Machado, Director of the 
Currency & Credits Division, Bank of 
Brazil, who recently arrived in London. 





Mr. G. Smith, Assistant District Super- 
intendent, Hull, who, as recorded in our 
March 25 issue, has been appointed Dis- 
trict Operating Superintendent, Hull, North 
Eastern Region, British Railways, joined 
the North Eastern Railway at York as a 
telegraph messenger, afterwards transfer- 
ring as junior clerk to the Superinten- 





dent’s, and later the District Superin- 
tendent’s, Office. He saw active service 
from 1914 to 1919, and, shortly after re- 


turning to the N.E.R. at York, was trans- 


ferred to the Ministry of Transport as 
Technical Assistant to the Director of 
Operations. In 1922 he returned to the 
railway. Later, he was one of the first 


Deputy Chief Controllers in the Main Line 
Control at York. Subsequently Mr. Smith 
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Mr, G. Smith 


Appointed District Operating Superintendent, 
Hull, N.E. Region, British Railways 


received appointments as Assistant Yard- 
master, Shildon; Chief Trains Clerk, Mid- 
dlesbrough (1924): Passenger Timetable 
Clerk, Superintendent’s Office, York (1926); 
Chief Clerk to District Superintendent, 
Newcastle (1932); Yardmaster, Whitemoor 
(1934); Head of Freight Trains Section, 
Superintendent’s Office, York (1936); Yard- 
master, Hull (1938); Supernumerary Assis- 
tant to District Superintendent & District 
Locomotive Superintendent, York (1942); 
Deputy Head of Central Traffic Office, 
Marylebone (1942); Assistant District 
Superintendent, Darlington (1945). He 
became Assistant District Superintendent, 
Hull, in 1947. 





We regret to record the death on April 6, 
at the age of 88, of Lady Gibb, widow of 
Sir George Stegmann Gibb, General 
Manager, North Eastern Railway, 1891- 
1906, and afterwards Chairman & Manag- 
ing Director, Metropolitan District Rail- 
way, and Managing Director, Underground 
Electric Railways of London; and mother 
of the late Mr. Roger Gibb, Chairman of 
the Rhodesian Railway Commission, 1930- 
39, and of Mr. Paul Gibb, Goods Manager, 
North Eastern Area, L.N.E.R., and North 
Eastern Region, British Railways, 1928-48 





Mr. Edgar Anstey, documentary film 
producer and film critic, has been 
appointed Films Officer in the Department 
of the Chief Public Relations & Publicity 
Officer, British Transport Commission. He 
will be in charge of the production of all 
films, film strips and other visual aids re- 
quired by the various transport undertak- 
ings controlled by the Commission; and 
will also be responsible for relations with 
the film industry and with the television 
service of the B.B.C., and for the distribu- 
tion of British Transport films through 
national organisations. — 

Mr. George Frederick Sampson, whose 
death we recorded last week, was Traffic 
Manager of the Central Argentine Railway 
from 1926 to 1943. He was born in Liver- 


pool on April 24, 1878, the third son of 
the late Mr. Ralph Sampson, formerly 
Stationmaster at Castle Station, North- 


ampton, and afterwards at Buxton. Mr. 
G. F. Sampson commenced his_ railway 
career on the L.N.W.R., but in 1902 
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The late Mr. G. F. Sampson 


Traffic Manager, Central Argentine Railway 
1926-43 


joined the Traffic Department of the 
Central Argentine Railway. He served at 
Villa Maria (as Traffic Inspector), Rosario 
(as Stationmaster), and Ceres, where he 
became Sectional Traffic Superintendent in 
1908. A year later he was transferred to 
Buenos Aires as Assistant Chief of Move- 
ment, and in 1911 he was appointed Divi- 
sional Traffic Superintendent at Buenos 
Aires. He acted as Assistant Traffic 
Manager from 1916 to 1919, when he was 
transferred to Rosario as Divisional Super- 
intendent, retaining that position until 
1922, when he returned to Buenos Aires as 
Assistant Traffic Manager. In 1926 he was 
appointed Traffic Manager, retiring in 
1943, 





(GAS TURBINE DEVELOPMENT COMMITTEE 

A development committee to consider 
the industrial applications of the gas tur- 
bine has been set up by the Ministry of 
Supply. The Ministry states that the com- 
mittee, of which Sir William Stanier, some- 
time Chief Mechanical Engineer of the 
L.M.S.R., will be Chairman, will keep the 
matter under continuous review and 
recommend any further research or de- 
velopment work which it thinks should be 
put in hand. The other members of the 
committee are:—— 

Air-Commodore Sir Frank Whittle, adviser 
on operation and development of gas-turbine 
aircraft to B.O.A.C. ; Professor O. A. Saunders, 
Professor of Mechanical Engineering, Imperial 
College of Science & Technology; Sir Henry 
Guy, Secretary, Institution of Mechanical En- 
gineers; Rear-Admiral D. J. Hoare, Director 
of Research, British Internal Combustion En- 
gine Research Association; Mr. D. T. W. F. 
Brown, Director of Research, Parsons & 
Marine Engineering Turbine Research & De- 
velopment Association; Mr. F. Shakesshaft. 
of ithe British Electricity Authority; Dr. 
D. T. A. Townend, National Coal Board: 
Mr. A. A. M. Durrant, British Transport 
Commission; Dr. F. M. Birks, British Gas 
Council; Sir Archibald Gill, General Post 
Office; Dr. H. Roxbee Cox, Ministry of 
Fuel & Power; Dr. G. A. Hankins and Dr. 
A. Parker, Department of Scientific and In- 
dustrial Research; Mr. A. E. N.. Taylor, 
Ministry of Transpont: Vice-Admiral Sir 
Denys Ford and Dr. J. A. Carroll, Admiralty ; 
Mr. J. Anderson and Mr. A. E. MacColl, 
Scottish Home Department: Captain M. 
Luby, Mr. H. Constant, Lt.-Colonel P. E. 
Holmes and Mr. A. P. Wickens, Ministry of 
Supply. 
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A Year of Progress on German Railways 


Great strides towards regaining pre-war efficiency 
have been made by the Reichsbahn in 1948 


An examination of operating results for 
the year 1948 shows that considerable 
progress has been made towards the 
restoration of pre-war conditions on the 
Reichsbahn in the combined British-U.S. 
Zone of Western Germany, though there 
is still much to be accomplished before 
normal conditions are attained. 

The improvement in the service which 
has been effected during the twelve 
months may be said, generally speaking, 
to have been brought about by the greater 
number of locomotives, carriages, and 
wagons which have been available and 
also to the rehabilitation of track and 
restoration of bridges. 

Consifring the case of locomotives 
first, there were in the combined British- 
U.S. Zone at the end of 1947, 6,427 steam 
and 270 electric locomotives available in a 
serviceable condition. By the end of 
December, 1948, the numbers had _in- 
creased to 7.888 and 317, or a total in- 
crease Of 1.508 steam and electric engines. 
A corresponding reduction in the number 
of locomotives awaiting repair in depots 
and workshops had been effected. 

There were, however, still 3,607 loco- 
motives in the “cemetery” at the close 
of last year. These are engines which 
suffered heavy damage during the war, or 
which, as they are an obsolescent type, 
it has not been worth while spending 
money to put into commission, and 
probably many of them will go eventually 
to the scrap heap. The increase in the 
number of serviceable engines has been 
rendered possible largely by the rehabili- 
tation and repair carried out in workshops 
and sheds and also by the improved out- 
turn of work by workshop staff and 
greater availability of material since the 
currency reform in June last year. An 
outstanding factor has been the reduction 
in absenteeism among workmen. 

The better condition of locomotives in 
service and better quality of coal have 
contributed towards improved operating 
results. There have been fewer engine 
failures, a higher standard of punctuality, 
and a lower rate of coal consumption. 
In December, 1947, the average consump- 
tion per 1,000 loco.-km. was 23:3 tonnes 
and for 1,000,000 gross ton-km. 98°51 
tonnes; the corresponding figures in 1948 
were 19-9 and 75:04 tonnes, showing a 
marked improvement. This improvement 
in the locomotive position has made it 
possible recently to lend on payment to 
the French Zone a number of engines. 

The running of more trains and the 
better condition of locomotives in service 
has been reflected in the improved figures 
of locomotive km. per locomotive day in 
service, as the results for the combined 
zone in Table I illustrate. 


TABLE! 
January February March 
161 160 161 
July August September 
169 170 172 


It has not been the practice on German 
tailways to use engines intensively over 
long distances, and the longest booked 
individual run for an engine at present is 
on the “ Nord-Express” between Osna- 
brick and Aachen, 314 km., approxi- 
mately the same distance as between Kings 
Cross and York. 

On the passenger side. because of the 


greater number of locomotives and 
coaches available, considerable progress 
has been made, if not in quality, cer- 
tainly in quantity, in restoring the train 
service. At the beginning of 1948 the 
number of passenger coaches available in 
a serviceable condition was 14,737, but by 
the end of the year this figure had been 
increased by 1,171 to 15,908 coaches. Of 
these no less than 13,222 or 83 per cent. 
were two- or three-axle vehicles, the re- 
mainder bogies. 

Although there has been some improve- 
ment in the condition of the stock, and 
particularly in the lighting, much still re- 
mains to be done to restore it to pre-war 
condition. Probably the greatest bottle- 
neck at present is the difficulty in obtain- 
ing material for carriage upholstering. To 
improve the position a contract was en- 
tered into last year with Belgian firms to 
rehabilitate a number of Reichsbahn car- 
riages, and by the end of March this year 
some 400 bogie coaches will have been 
returned from Belgium, but the majority 


TABLE I1I—_WAGON-KM. 
January February March 
44 44 45 
July August September 
56 55 56 


of these will be attached to occupational 
and international trains. 

In January, 1948, the number of pas- 
senger trains run, including those for the 
Occupational Forces, was 252,956, and the 
train kilometres 10.400,000. In December 
these figures had risen to 370,756 and 
16,000,000 train km., representing an in- 
crease in passenger train kilometrage of 
55 per cent. over the January figure. In 
recent months a number of long-distance 
express trains have been introduced, some 
with dining cars and in a few instances 
with sleeping cars attached. The revivai 
of the Ruhrschnellverkehr trains in the 
Ruhr also must be mentioned. This fast 
local service between Duisberg, Essen. 
Dortmund, Bochum, and other Ruhr 
towns, inaugurated on December 6, pro- 
vides a frequent and fast service with 94 
trains a day. 

Further progress in improving passen- 
ger train services has been planned for the 
summer timetable, due to come into force 
on May 15. Particular attention is being 
paid to the need for improving inter- 
national connections, which is becoming 
more necessary as the number of busi- 
nessmen and others expected to visit Ger- 
many in the future increases. 

Probably the most outstanding feature 
of the year has been the improvement in 


LOCOMOTIVE-KM. PER LOCOMOTIVE-DAY IN SERVICE, 1948 


June 


April May 
169 


164 163 


October November December 
178 177 180 


freight services and particularly the way 
in which demands for wagons have been 
met and loading increased. Table Il 
shows the state for covered and open 
wagons month by month throughout the 
whole year. 

In recent weeks demands for wagons 
have been met in full. 

Even after allowing for seasonal varia- 
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tion in demand and supply, the increase 
in loading which has occurred in the 
second half of the year is phenomenal, 
and a clear pointer to the revival of Ger- 
man trade and industry which has taken 


TABLE II—_NUMBER OF COVERED AND 
OPEN WAGONS LOADED, 1948 


| 
Covered | 


Month Open 
January 302,653 415,746 
February ... 290,759 395,583 
March 304,183 450,088 
April 308,301 478,262 
May 277,239 423,738 
June 318,739 490,364 
July 370,174 543,239 
August 382,873 552,207 
September 403,826 563,304 
October ... 405,448 596,725 
November 412,804 595,767 
December 416,123 566,225 


place since the reform of currency in June 
last year. 

At the beginning of the year the operat- 
ing stock of wagons totalled 235,251. At 
the end of the year this had been in- 
creased to 247,854 wagons. This increase 
in wagon stock has been effected by speed- 
ing up repair in shops and by placing in 


PER WAGON.-DAY, 1948 


April May June 
52 47 54 
October November December 
59 56 55 


commission new wagons. Towards the 
end of the year heavy repairs were being 
carried out at the rate of 2,600 a week, 
or a 75 per cent. improvement on the 
figure in 1947, and some 2.000 new 
wagons had been brought into service. 

The greater number of locomotives 
available and the restoration of marshal- 
ling yards and stations have enabled 
much better use to be made of wagons in 
service. Table HII illustrates the steady 
improvement in the wagon-km. per wagon 
day figure. 


THe NATuRE OF PLastics.—Bakelite 
Limited gave a private showing at the 
British Council Theatre, Hanover Street, 
London, W.1, on April 5 of its new 16 mm. 
sound and colour film, “The Nature of 
Plastics.” The film, described as a scien- 
tific film made for laymen, considers plas- 
tics as a group of materials, and explains 
what they have in common and how they 
are built up. Application for the loan of 
prints should be made to Bakelite Limited, 
18, Grosvenor Place, London, S.W.1. 


INSTITUTE OF TRANSPORT, BEDS., CAMBS., 
& Hunts. Group.—At a meeting of cor- 
porate members of the Institute of Trans- 
port in Bedfordshire, Cambridgeshire, and 
Huntingdonshire, convened last February 
by Mr. P. W. R. Marston-Clark, it was 
decided to establish a Beds. Cambs. & 
Hunts. Group of the Institute. The chair 
at the meeting was taken by Sir Alfred 
Faulkner, Regional Transport Commis- 
sioner and Licensing Authority for the 
Eastern Traffic Area. The first annual 
general meeting of the Group was held at 
Cambridge last month. Sir Alfred Faulk- 
ner was elected Chairman, and Messrs. 
E. Hopkin and C. S. A. Wickens, Vice- 
Chairmen, of the Group, of which Mr. 
Marston-Clark is Honorary Secretary. At 
the conclusion of the meeting, a short 
paper on “ The Transport Act, 1947.” was 
read by Sir Alfred Faulkner. 
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' British Transport Commission Statistics 


Summary of the principal statistics for 
the four-week period ended January 30 


The British Transport Commission has 
made a few innovations in Number | of 
the 1949 series of Transport Statistics.* 
The principal change is the inclusion of 
certain Road Transport (Freight) statistics 
for the first time. This has entailed some 
adjustments in the set of tables, which we 
have published each month, so as to cover 
the traffic receipts and staff establishment 
of Road Transport (Freight). The staff 


The staff statement shows that the num- 
ber of employees was reduced by 5,247 
during January. The bulk of the economy 
was due to British Railways, which cut 
out 525 administrative, technical and 
clerical posts, besides dispensing with staff 
in a number of wages grades. 

Passenger journeys originating in De- 
cember decreased by 8 per cent.; for the 
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year 1948 the decrease was 7 per cent. and 
there is no sign of an upward trend jp 
bookings this year. Freight tonnage origi- 
nating, however, continues to expand, and 
table 2 (B) shows an advance in every 
Region, in January, with exceptional jim- 
provement in the Eastern and Western 
Regions. The increase in net ton miles 
was not proportionate, because the aver- 
age length of haul fell from 75 to 73 miles. 

All Regions ran more train miles, the 
Western running 11 per cent. more coach- 
ing miles and 9 per cent. more freight 
miles. The London Midland Region, 
which works nearly a third of the total 


STAFF 
statement has been remodelled, also, be- ; 
cause the Commission’s summary no , . 
Baus ve ies < aint ommis- team- 
longer divides its employees into the three sion’s British London Road Hotels & ships, Inland Railway . 
categories of administrative, operating, and Head Railways Transport Transport Catering Marine & Water- Clearing otal 
maintenance & construction. Particulars Office (Freight) Docks ways House 
of British Railways road vehicles and 
horses are a new feature. iihher BteRs ' = , 
, SPAT : . 3,74 ‘ 24,225 +5, 4 
* British Transport Commission Statistics, 1949 oe, he “7 roe —~—s . 192 ic -150 . re = , neo 
Series No. 1. Period to January 30. London ; . : 
British Transport Commission Price 1s. 
1. BRITISH TRANSPORT COMMISSION TRAFFIC RECEIPTS freight train miles, had an increase of only 
2:7 per cent., though its freight train traffic 
Four weeks to was up 6 per cent. 
January 30 Inc. oF As January weather was comparatively 
dec. mild, a freight train speed of 7°8 m.p.h. is 
1949 1948 disappointing. The Scottish Region had 
the best result at 9-4 m.p.h., and the Lon- 
don Midland Region had the slowest move 
£000 £000 £000 cee ase 
> 5 aorly : ve 
nities athens ment of 6:5 m.p.h. Nearly as large a 
Passengers ; 6,565 7,624 1,059 tonnage of locomotive coal was used as in 
certals, one , by passenger train are — Ra December, consumption remaining at the 
erchandise ... ‘ 6, ’ ee See oe q 4 “ anoine mile 
Os chee gaa 2'378 2116 262 excessive rate of 66°5 lb. per engine mile. 
Coal & coke 5,253 5,084 169 The rolling stock position may _ be 
Livestock 96 75 21 summed up by saying that in January 
22.568 23.617 1.049 British Railways had 78 fewer locomotives 
available than a year ago, 1,801 more pas- 
Steamships 509 479 30 senger carriages and 845 fewer freight 
saison Cieiiners vehicles. At January 30, about 18 per 
Railways 129 1.140 - oo cent. of the locomotive stock was under or 
Buses & coaches 2,253 2,289 36 awaiting repair, and 9 per cent. of the 
| 4 3 . cau . , 
Trams & trolleybuses iad stead ° wagon stock was unserviceable. 
4,192 4,269 77 Inland Waterways show an increase of 
atin dunia = over 8 per cent. in both originating ton- 
r s r r 4 ! ' . ° 
en ene — - nage and ton-miles. Most of the addi 
Jaland Waterways 55 133 22 tional traffic arose in the North Eastern 
: and North Western Divisions. London 
t ng 932 95 18 ‘ 
pate : Comming , Transport experienced a _ decrease of 
Total 29,674 29,448 266 4.298.000 passenger journeys, though 


2. BRITISH RA.LWAYS 


1.225.000 additional car miles were run. 


(A) Passenger Journeys Originating in the Month of December 


Region 
Total 
London Midland Western Southern Eastern North Eastern Scottish 

Per cent Per cent. Per cent Per cent. Per cent. Per cent. Per cent. 
Ordinary fares . 1,348,000 (—20-45) 617,000 (—9:20) 1,953,000 (8-18) 688,000 ( —28-96) 160,000 (—19-60) 267,000 (—15-85) 5,033,000 ( —15-92) 
Monthly return 6,250,000 (—25-12) 1,796,000 (—36-86) 6,899,000 (—20:49) 1,876,000 (—21:24) 467,000 (—44-02) 900,000 ( -27-70) 18,188,000 ( — 25-24) 

Excursion, weekend, 

cheap day, etc. 2,365,000 | 468,000 2,788,000 655,000 589,000 652,000 000 
(-+202:73) (+255-51) (+-227-29) (+241-47) (+244-66) ( . (+236-13) 
Workmen .. . 7,364,000 (—1-45) 1,706,000 (—6-°59) 6,154,000 (+2°47) 1,749,000 (—2-91) 935,000 (—7-84) 943,000 (—11-24) 18,851,000 (-—1-73) 
Other descriptions .. 1,231,000 (—16-73) 788,000 (—20-72) 1,259,000 (20-55) 582,000 (—24:47) 285,000 (—32-59) 327,000 (23-55) 4,472,000 ( 21-23) 
Season tickets . 4,848,000 (—16-17) 1,579,000 (—30-20) 10,511,000 (—13-91) 1,784,000 (19-04) 446,000 (—26-15) 1,351,000 (20:57) 20,519,000 (— 17-14) 
Total 23,406,000 (—8-41)' 7,954,000 (—11-81) 29,564,000 (—6-01) 7,334,000 (—11-82) 2,882,000(—11-21) 4,440,000 (—8-98) 75,580,000 (—8°36) 
(B) Freight Tonnage Originating 
Region 
- Total 
London Midland Western Southern Eastern North Eastern Scottish 

Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. 
Merchandise 1,420,000 (+2:90) 812,000 (+3°53) 282,000 (+0-36) 624,000 (+3-31) 605,000 (+2-09) 558,000 (+2-56) 4,301,000 (+2-75) 
Minerals e: ss .... 1,597,000 (+534) 722,000(+17-58) 140,000 (+4-63) 854,000 (+16:77) 827,000(+15-52) 522,000 (+8-05) 4,662,000 (-+ 11-15) 
Coak & coke ts ses, 4,206,000 (+7-53) 2,099,000 (+10-57) 286,000 (—0-80) 2,186,000 (+1809) 2,357,000 (+5-38) 1,464,000 (+3-95) 12,598,000 (+866) 
Livestock a PR 10,000 (—4-72) 10,000 ( + 17-44) 3,000 (+57-89) 4,000 (—2-27) 4,000 (— 16-00) 16,000 (+1-32) 47,000 (+3.06) 
Total 7,233,000 (+6-08) 3,643,000 (+10:22) 711,000 (+0-85) 3,668,000 (+14-96) 3,793,000 (+6-85) 2,560,000 (+4-43) 21,608,000 (+7-93) 
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. and (C) Net Ton Miles 
id in 
dTigi- Region 
, and sie Total 
very ; | | 
| im- London Midland Western Southern Eastern North Eastern Scottish 
Stern 
miles Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. 
aver- Merchandise & livestock ... 198,444,000 (-+2-18) 103,902,000 (— 1-71) 25,652,000 (+1!-07) 84,711,000 (+0-55) 51,986,000 (—2-07) 78,956,000 (—2-36) 543,651,000 (+0-03) 
niles Minerals =a wae ... 132,597,000 (+ 9-85) 78,831,000 (+31-27) 15,115,000 (+4-49) 92,980,000 (+3-75) 35,781,000 (+ 14-64) 37,851,000 (+5-60) 393,155,000 
, (+11-72) 
, the Coal & coke see ... 288,01 1,000 (-+0-92) 137,898,000 (+5-60) 26,150,000 (—0-62) 172,939,000 (+ 9-76) 68,097,000 (+8-22) 63,219,000 (+2-01) 756,314,000 (+4-36) 
yach- ye ie ers ae ; : nner ones mcmennennreee—eani 
eight Total, all classes of traffic ... 619,052,000 (+3-12) 320,631,000 (+8-19) 66,917,000 (+ 1-15) 350,630,000 (+5-79) 155,864,000 (+ 5-87) 180,026,000 (+0-75) 1,693,120,000 
. +4-50) 
gion, ‘ 
total 
(D) Train Miles 
Region 
otal = . . Total 
London Midland Western Southern Eastern North Eastern Scottish 
Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. 
4,701 Coaching train miles 
),247 Steam 
Loaded vue .. 4,171,000 (+5-91) 2,939,000 (+11-57) 1,457,000 (+9-53) 2,358,000 (+2-56) 976,000 (+2-73) 1,725,000 (+0-98) 13,626,000 (+5-95) 
Empty ... ‘a ve 129,000 (+9°44) 124,000 (+1-28) 41,000 (+1-41) 79,000 (—9-30) 41,000 (-+ 15-15) 52,000 (—12-24)| 466,000 (+0-72) 
Re Total loaded & empty ... 4,300,000 (+6-01) 3,063,000(+11-12) 1,498,000 (+9-29) 2,437,000 (+2-12) 1,017,000 (+3-17) 1,777,000 (40-54) 14,092,000 (+5-77) 
rafic i ats 
Electric 
Loaded ane ‘ 427,000 (+9-90) 2,922,000 (+ 11-58) 21,000 ( — 60-27) 92,000 (+8-04) 3,462,000 (+ 10-05) 
Empty ... gas os 18,000 (—7-99) 60,000 (-+4-:76) 2,000 ( — 10-00) 10,000 (—4-73) 90,000 (+0-52) 
Total loaded & empty 445,000 (+9-03) 2,982,000 (+-1 1-43) 23,000 ( 58-28) 102,000 (4 6-67) 3,552,000 (+9°79) 
Freight train miles 
Loaded ... 3,030,000 (+2-44) 1,757,000 (+9-70) 537,000 (2-05) 1,668,000 (+3-49) 934,000 (+6-77) 1,344,000 (+2-14) 9,270,000 (+4-04) 
Empty : aS ‘ 551,000 (+4:32) 211,000 (+6-82) 16,000 ( + 18-87) 337,000 (+3-03) 214,000(+20-54) 187,000 (+1-°54) 1,516,000 (+6-17) 
Total loaded & empty 3,581,000 (+2-73) 1,968,000 (+ 9-38) 553,000 (—1!-56) 2,005,000 (+3-41) 1,148,000 (+9-10) 1,531,000 (+2-06) 10,786,000 (+4-33) 
Total coaching and freight 
train miles 
h Loaded ... - 7,628,000 (-+4:72) 4,696,000 (+10°88) 4,916,000 (+9-31) 4,047,000 (+2-06) 2,002,000 (+4:81) 3,069,000 (+1-45) 26,358,000 (+5-78) 
nuary Empty Sua < a 698,000 (+4-80) 335,000 (+4-68) 117,000 (+4-46) 418,000 (+0-48) 265,000(+ 18-83) 239,000 (—1!-64) 2,072,000 (+4-64) 
i maa Total loaded & empty ... 8,326,000 (+4-73) 5,031,000 (+10-43) 5,033,000 (+9-21) 4,465,000 (+1-92) 2,267,000 (+6-25) 3,308,000 (+-1-24) 28,430,000 (+5-70) 
e pa 
reight 
; per (E) Freight Train Miles per Hour 
der or 
f > 
f the Region 
ise of l , Total 
x ton- London Midland | Western Southern Eastern North Eastern Scottish 
addi 
astern 1949 1948 1949 1948 1949 1948 1949 1948 1949 1948 1949 1948 1949 1948 
—, 6°52 6°45 9:14 8-56 8°74 8-76 7-68 7-45 9-25 8°94 9-35 9-11 7-84 7-62 
se 0 
hough 
a] 
o (F) Locomotive Coal Consumption 
Region 
_ Total 
London Midland Western Southern Eastern North Eastern Scottish 
Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. 
Tonnage consumed “ 380,000 (+3-75) 184,000 (-+-11-7) 82,000(+15-19) 204,000 (—1-76) 98,000 (-+4-45) 175,000 (+0-71) 1,123,000 (+4-24) 
, Lb. per engine mile eee 69-41 (+4-0-30) 54°44 (+2-60) 60-15(+10-75) 69-41 (—2-16) 66°67 (+0-41) 77-33 (+0-36) 66-49 (+0-6!) 
er cent. 
15-92) 
25:24) 
(G) Rolling Stock Position 4. LONDON TRANSPORT 
236-13) (A) Passenger Journeys Originating 
( Hee Operating Number under Serviceable Serviceable 
“4 14) stock repair stock stock in 1948 a Number | Per cent. 
' 
(—6:9 Lo 20,223 3,625 16011 16,089 
comotives 9 ae uk 4 F \ ! aafiie 
Coaching vehicles |... 55,546 5,980 49,566 48,336 Railways... =» ++ _150,950,000 | (—0-86) 
Freight wagons 1,174,769 111155 1,063,614 1,064,459 Busse coaches... -.., SIR | (a 
8 8 ie Nc chai , — — Trams & trolleybuses .. $8,451,000 | (—3-50) 
Total... ... «| 342,575,000 | (—1-24) 
| 3. INLAND WATERWAYS 
a 
Tonnage of traffic and ton-miles (B) Rail and Road Car Miles 
| | | | ai iki oe ss eee 
_ Tonnage Per cent. Ton-miles Per cent. — } Miles Per cent. 
Per cent. | er —_ 
(+2-75) 
Lt 15) General merchandise ... xe 298,000 (+2-98) 5,100,000 (—6°19) Railways... ee a 18,098,000 (+4-38) 
(+866) Liquids in bulk us aa 147,000 (+5-61) 3,238,000 (+39-32) Buses & coaches... ...| 23,987,000 (+2-19) 
(+3.06) Coal, coke, patent fuel & peat 428,000 (+12-96) 6,153,000 (+9-27) Trams & trolleybuses a 8,619,000 (—0-58) 
(47°93) Total... ... .. —-—-873,000 (48-12) ‘14,491,000 (+8-20) Total... ... ss, 50,704,000 | (+2-47) 
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New Railway Legislation in Western Australia 


The Government Railways Act Amend- 
ment Bill introduced into, and passed by, 
the Western Australian Parliament during 
the last session contains some revolutionary 
provisions for the Government Railways. 

Under the Government Railways Act, 
1904, the Railway Department has been 
administered by the Commissioner of Rail- 
ways, subject to Ministerial approval of 
capital expenditure and certain other 
matters. The Commissioner was appointed 
for a term of five years, and was eligible 
for re-appointment for a further term or 
tenms. 

In the amending legislation of 1948 pro- 
vision is made for the appointment of a 
Commission named “The Western 
Australian Government Railways Com- 
mission.” The Commission shall consist of 
three Commissioners, one of whom shall 
be known as the Commissioner of the 
Western Australian Government Railways, 
and the other two as Assistant Com- 
missioners. The Commissioner shall have 
a comprehensive knowledge and ex- 
perience in the management, maintenance, 
and control of railways. One of the 
persons appointed to one of the offices of 
Assistant Commissioner shall have a 
comprehensive knowledge and experience 
in the conduct of the commercial, traffic. 
and accounting aspects of the business of 
the management, maintenance, and control 
of railways, and one shall be a qualified 
engineer and have a comprehensive know- 
ledge and experience of engineering in 
relation to the management, maintenance, 
and control of railways. Each Com- 
missioner shall be appointed as a _ per- 
manently employed officer of the Depart- 
ment and shall retire from office on attain- 
ing the age of 65 years. 

The Commission, which shall keep a 
record of its meetings and proceedings, 
shall be a body corporate, with perpetual 
succession and a common seal. 

The amending Act places the manage- 
ment of the Department in the hands of 
the three Commissioners, subject in all 
things to the Minister. The Minister of 
the Crown to whom the Administration of 
the Act is for the time being committed 
by the Governor, shall be a body cor- 
porate under the name of “ Minister for 
Western Australian Government Rail- 
ways,” with perpetual succession and a 


common seal. Under the 1904 Act such 
authority rested solely with the Com- 
missioner. 


The Bill provided for the appointment 
of an Advisory Board consisting of three 
advisers, each with a comprehensive 
knowledge and experience of agriculture, 
commerce, and industry, and labour and in- 
dustrial matters respectively. They were 
to advise the Minister on matters other 
than policy arising for determination, The 
clause was deleted by the Legislative 
Council, and after a conference of 
Managers of both Houses of Parliament, 
the amendment was accepted by the Legis- 
lative Assembly. The amending Act also 
provides that railway accounts shall be 
brought under the supervision of the State 
Auditor General. 

The State Transport Co-ordination Act. 
1933-1946. was amended during the 1948 
session. The parent Act, “to provide for 
the Improvement and for the Co-ordina- 
tion of means of, and facilities for, Trans- 
port,” was assented to on January 4, 1934. 

One effect of the new legislation is to bring 
Government-owned road transport services 
under the direction of the State Trans- 
port Board in the same manner as private 


services were previously controlled. In 
introducing the Bill in the Legislative 
Assembly, the Minister for Transport 
(Hon. H. S. Seward) said that the measure 
would bring all forms of road transport 
under the direction of the State Transport 
Board and the one Minister. At present 
the Board had very wide powers, but no 
power over Government-owned transport. 
The Railway and Tramway Departments 
had established transport routes and road 
services without first obtaining the 
approval of the Board. 

The Minister said it was essential for 
one authority to be in control of all these 
activities. Duplication of services could 
then be avoided. To overcome the possi- 
bility of any favouritism by the Minister 
for Transport towards Government-owned 
transport, thorough inquiries would be 
made by the Board into any proposed 
Government service. The Bill would make 
Government-owned buses liable to pay fees 
to the Board in the same manner as 
privately-owned transport, but fees paid by 
Giovernment-owned transport would not 


Pallet Truck 


At a Port of London Authority 
mechanical handling demonstration on 
February 18, models on show included the 
Matling pallet truck, fairly large-scale 
manufacture of which already is well 
advanced at the Tolworth works of Mat 
ling Limited. The truck has a_ load 
capacity of 2 tons and its hydraulic 
mechanism quickly lifts clear of the ground 
pallet, or stillage, loads up to a weight of 
4.500 lb. 





Matling pallet truck 


It is reported that at an earlier demon- 
stration, the prototype truck loaded a 
closed railway wagon with 12 one-ton 
pallet loads in 12 min. This was achieved 
without the aid of the fork-lift truck, 
though it was necessary for the pallet loads 
to be lifted out of their stacked storage in 
the depot and brought to the loading bay 
by forktruck. 

The vertical portion of the body is only 
9 in. overall and a pallet load can be 
pivoted almost on its axis. The lowered 
height of the truck without a_ stillage 
attachment is 34 in. and it will work with 
any standard gap pallet. Special leading 
and trailing wheels are fitted to the fingers, 
so as to facilitate the mounting of pallet- 
bottom deck slats. 
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be made available by the Board for sub. 
sidising transport in the country. 
Provision was made for seven-year 
licences instead of licences for one year, 
as at present. This would encourage 
private operators to acquire fleeis and 
erect bus shelters. The distance over 
which a road vehicle could transport 
goods would be extended from 15 to 20 
miles. Furniture would be permitted to 
be transported by road without a permit. 
A Bill entitled “ An Act to consolidate 
and amend the law relating to the ccnstruc- 
tion and provision of Western Australian 
Government Tramways & Ferries, and the 
management, maintenance and = control 
thereof was passed by the legislature dur- 
ing the 1948 Session. At presen, the 
Government Tramways in Perth and 
suburbs are administered by a Manager 
under the control of the Commissioner of 
Railways. The principal purpose of the 
new Act is to transfer the functions of 
this Manager to a General Manager of 


Western Australian Government Tram- 
ways & Ferries, who henceforth will be 
responsible direct to the Minister for 
Western Australian Government Tram- 


ways & Ferries. 


Demonstration 


Alternative locking positions of the 
handle permit the truck to be pushed or 
pulled conveniently by persgns of dif- 
ferent height. A hydraulic pump handle 
is provided for raising the load, and lower- 
ing is by a knob, which controls the 
lowering speed. 








Transport in a Ten-Year Plan 
for French Equatorial Africa 


The planning board of the Ministry for 
the French Overseas Territories is examin- 
ing a ten-year re-equipment and develop- 
ment scheme for French Equatorial Africa, 
which was approved by the Grand Council 
of that region in October last. 

The financial provisions of the scheme, 
which, initially, was to cover the period 
1947-1956, envisage a total outlay of 
fr. 51,525 million, of which 11,833 million 
are for social development and _ health, 
education, town planning, etc., and 39.692 
million for economic development. 

Under the second head, expenditure for 
the development of railways accounts for 
fr. 2,790 million, or about 74 per cent. of 
the total. A large part of this has been 
set aside for the survey of a railway line 
connecting Oubangui (a town of about 
20,000 inhabitants, on the Oubamgui river, 
the frontier between French Equatorial 
Africa and the Belgian Congo) with Fort 
Lamy and Lake Chad, approximately 620 
miles to the north. Oubangni is con- 
nected by river services with the Atlantic 
coast, as the Oubangui river is a tributary 
of the Congo river, at Boma (Belgian 
Congo), and with Brazzaville, the French 
railhead on the Congo river opposite 
Léopoldville. Brazzaville is the eastem 
terminus of the 317-mile 3 ft. 6 in. Congo- 
Ocean railway which forms a link with 
Pointe Noire, the most important Atlantic 
port of French Equatorial Africa. 

Another part of the expenditure will go 
towards the acquisition of modem _ loco- 
motives and rolling stock for the Congo- 
Ocean railway, including tank wagons to 
facilitate the import of mineral oil pro- 
ducts and export of vegetable oils in con- 
nection with an extensive palm oil scheme. 
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The planned Oubangui-Chad railway 
would follow the road built by the 
Americans during the war as a section of 
their trans-African supply route from 
Lake Chad eastward to El Fasher and 
Omdurman in the Anglo-Egyptian Sudan 
and thence into Egypt and into Abyssinia. 

In view of the immense territory con- 
cerned—French Equatorial Africa mea- 
sures some 870,000 square miles—the 620 
miles would be but a modest beginning of 
the future railway system of French Cen- 
tral Africa. The Ten-Year Plan envisages 
a more liberal expenditure on air services. 
Sixty-seven airports are to be built or re- 
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modelled, and expenditure is to total fr. 
3,028 million. Expenditure on roads and 
bridges has been envisaged at fr. 16,440 
million and on river improvement and 
river shipping fr. 1,218 million. 

The development of transport in French 
Equatorial Africa is also connected closely 
with a scheme to attract tourists. Tourist 
amemities will be in the hands of a semi- 
State-owned company to be known as 
“ Tourisme et Chasses en Afrique Equa- 
toriale Frangaise”’—big game is con- 
sidered one of the chief attractions. The 
company is to build a number of hotels 
and organise tourist camps. 








Swiss National Tourist Office 


New London premises 


Mr. H. O. Ernst, Manager of the Swiss 
National Tourist Office & London Agency 
of the Swiss Federal Railways, held 
a reception on April 7 in _ celebra- 
tion of the opening of the new premises 
at 458, Strand. The Swiss Minister in Lon- 
don, His Excellency M. Henry de Torrente, 
and Mr. P. J. Noel-Baker, Secretary of 
State for Commonwealth Relations, were 
present, and a representative gathering of 
British Railway officers, travel agents, and 
the press. 

Dr. A. Meili, Member of the Swiss Par- 
liament and President of the Swiss National 
Tourist Office, said in his speech of wel- 
come, the British people were as unsenti- 
mental as the Swiss. They were realists 
and conscientious men. Their admiration 
and thankfulness for all that the British 
did for European civilisation were too 
deep in their hearts to be put into words. 
They knew the enormous sacrifice that 
Great Britain had made for the sake of the 
western world. The classic sentence of 
their great leader, of their heroic airmen, 
might be said of their whole nation: 
“ Never in the field of human conflict was 
so much owed by so many to so few.” 
That was the way they thought about 
British people. 

For more than a century English visi- 
tors had gone to Switzerland. It was no 
exaggeration to say that their English 
guests had exerted a very valuable in- 
fluence on the Swiss. Was not the ideal of 
the gentleman born in England? Even in 
politics, Swiss democrats had learned 
many important things from their English 
friends! “In this agency, Switzerland 
leaves her visiting card, and I hope many 
Britons will profit by the possibility of 
gathering information and encouragement 
to visit Switzerland. The Swiss colony, 
too, has here in London a little bit of 
their home land. I need not say that you 
are always heartily welcome. I know that 
Swiss people in England, and especially in 
London, are some of our best collabora- 
tors. The British press, that traditional 
champion of human rights and spiritual 
liberty, is, I am happy to say, well repre- 
sented tonight.” 

He was glad to see so many representa- 
tives of the Swiss national press, who were, 
and had always been, interested in touris- 
tic affairs to their country, and had helped 
a great deal. It was a great pleasure for 
him to welcome so many representatives 
of the British and foreign transportation 
companies with whom they had such ex- 
cellent relations; without their co-opera- 
tion and help their task would be impos- 
sible. 

He had much pleasure in declaring their 
new London home open. “ My best wishes 
for every success go to the Manager, Mr. 


Ernst, and to his staff. To our guests I 
would say: Please make use of our services 
to the full extent. You will always find 
us helpful and obliging.” 








Questions in Parliament 


British Personnel on Argentine Railways 

Mr. J. Baker White (Canterbury—C.) on 
April 4 asked the Secretary of State for 
Foreign Affairs whether he would now 
say what further information he had 
received regarding the present status of 
British personnel employed on the Argen 
tine railways. 

Major C. P. Mayhew (Under-Secretary 
of State for Foreign Affairs): Yes, Sir. 
His Majesty’s Ambassador in Buenos Aires 
has reported that three British Assessors 
to the Ministry of Transport have been 
deprived of their posts. In addition, one 
Deputy Manager and a dozen gther British 
employees have been given notice of dis- 
charge. In none of these cases have the 
Argentine authorities offered adequate 
compensation or produced satisfactory 
reasons for ending their employment. This 
is in contravention of the agreement signed 
between Sir Montague Eddy and Sefor 
Miranda on February 13, 1947, at the time 
of the transfer of the railways. His 
Majesty’s Government is following de- 
velopments closely, and is by no means 
satisfied with the way in which the Argen- 
tine Government has so far treated its 
obligations. Further representations are 
therefore being made to the Argentine 
Minister for Foreign Affairs. 

Mr. Anthony Eden (Warwick & Leam- 
ington—C.): Will the Under-Secretary in- 
form the House of the results of those 
representations, and will he make it quite 
clear that in all parts of this House we 
do not assent to the Argentine Govern 
ment’s present behaviour. 

Major Mayhew: Yes, Sir. 


Transport of Groundnuts 

Sir Ralph Glyn (Abingdon—C.) on 
March 30 asked the Secretary of State for 
the Colonies (1) what was the estimated 
financial loss to date of groundnuts in 
West Africa affected by beetle infestation; 
what steps were being taken to compen- 
sate African growers’ agents; and what 
was the estimated value of West African 
groundnuts landed in the United King- 
dom since Sevtember. 1948: and (2) what 
was the present approximate quantity of 
groundnuts in store at Kano, including 
French new crop; how much of that total 
was so severely infested by beetle as not 
to be capable of transport; what tonnage 
the Nigerian Railway could clear during 
the month of March; and how long would 
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it be before that and last year’s crop 
could be shipped, excluding 6,000 tons of 
lightly-infested nuts. 

Colonel A. D. Dodds-Parker (Banbury 
—C.) also asked the Secretary of State for 
the Colonies how many tons of ground- 
nuts had been exported from Nigeria in 
the last six months; how many tons were 
in stock; how many tons had been dam- 
aged by weevils; and what were the com- 
parable figures for 1948. 

Mr. D. R. Rees-Williams (Under-Secre- 
tary of State for the Colonies): The total 
export of groundnuts from Nigeria during 
the six months up to March 17, 1949, was 
approximately 180,000 tons, During the 
corresponding period last year it was 
140,000 tons. The value of the ground- 
nuts which have arrived in the United 
Kingdom from British West Africa since 
October 1, 1948, is £9,365.000. Stocks of 
groundnuts at present awaiting export 
from Nigeria amount approximately to 
398,500 tons. Of this total, some 365,000 
tons are at Kano, made up of 48,500 tons 
of the 1947-48 crop and 277,000 tons 
British, and 40,000 tons French, 1948-49 
crop. 

The stocks damaged by the beetle 
Trogoderma have amounted to 13,900 tons 
of the 1947-48 crop and 3,500 tons of the 
1948-49 crop; 5,500 tons of the stocks 
attacked have been railed to port and 
have been fumigated. Fumigation of the 
remainder is proceeding. In-addition, 75 
tons, costing the West African Produce 
Control Board about £1,500, have so far 
proved to be a total loss. The loss arising 
from less severely infested nuts cannot at 
present be determined. Except in cases 
of negligence, these losses will not fall on 
the buying agents. 

Some 14.000 tons were railed during 
the first two weeks of March, and it is 
reasonable to expect that the total rail- 
ings for this month will be at least 30,000 
tons. There is no necessity to exclude the 
quantity of lightly infested nuts to which 
Sir Ralph Glyn refers. The increased 
monthly railings to be expected as addi- 
tional locomotives and rolling stock come 
into use suggest that the whole of the 
stocks in Nigeria at present awaiting 
transport will have been cleared by the 
end of January, 1950. 

Sir Ralph Glyn: Can the Minister state 
whether the capacity of the railway will 
ever be equal to the task of dealing with 
the stocks at Kano? 

Mr. Rees-Williams: The whole of the 
stock will be cleared by January, 1950. 


Working Days Lost on Railways 

Mr. David Jones (The Hartlepools— 
Lab.) on March 29 asked the Minister of 
Labour whether he would give the aggre- 
gate number of working days lost on the 
main-line railways for the years 1922, 1932, 
1942, and on the British Railways main 
lines for 1948, through strikes, whether 
official or otherwise, 

Mr. George Isaacs (Minister of Labour) 
in a written answer stated: The aggregate 
number of working days lost through 
stoppages of work due to industrial dis- 
putes on the main-line railways of Great 
Britain was approximately 700 in 1922: 
‘ton in 1932; 8,500 in 1942; and 7,500 in 


TRANSPORT STATISTICS.—The _ British 
Transport Commission has published No. 
2 of the 1949 series of Transport Statistics. 
The booklet, price one shilling, deals with 
the period to February 27, and we hope 
to make further reference to certain of 
the statstics in a forthcoming issue. 
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Notes and News 


Manila Railway Co. (1906) Ltd—A 
—_— of the holders of the : per cent. 
debenture bonds and deben- 
on stock will be held at 2 ed 
House, Old Broad Street, London, E.C.2, 
on April 28 at 11 a.m. and a meeting of 
the holders of the 34 per cent. “B” de- 
benture bonds and “B” debenture stock 
at 11.30 a.m. on the same day and at the 
same place. 

Murex Welding Processes Limited. 
One of the exhibits of Murex Welding 
Processes Limited at the Castle Bromwich, 
Birmingham, section of the British Indus- 
tries Fair (May 2-13) will be the new 
Murex safety device, a small, compact 
unit for a.c. welding equipment. Also on 
show will be examples of Murex arc-weld 
ing equipment, which includes petrol or 
diesel-engine driven sets, transformer 
equipments, and motor generators. 

Chief Draughtsman Required.—Appli- 
cations are invited for the post of chief 
draughtsman, Nigerian Railways. Candi- 
dates, who must be Associate Members of 
the Institution of Mechanical Engineers, 
should have served an apprenticeship in 
the works of a home railway or a firm of 
locomotive builders, and have had eight 
to ten years’ experience in a locomotive 
drawing office at home or in ‘the drawing 
office of a colonial railway. See Official 
Notices on page 427. 

Railway Benevolent Institution: Charter 
of Incorporation.—Notice has been given 
that a petition of the President of the 
Railway Benevolent Institution, and 
others. praying for the grant of a charter 
of incorporation to the Institution, has 
been presented to His Majesty in Council; 
and that. His Majesty having referred the 
petition to a committee of the Lords of 
the Council. all petitions for or against 
such grant should be delivered at the 
Privy Council Office on or before May 2 
next. 

Beira Railway Contract Signed.—The 
contract for the purchase of the Beira 
Railway by the Portuguese Government 
was signed at the Ministry of Finance in 
Lisbon by the Portuguese Minister of 
Finance, Professor Dr. J. P. Costa Leite, 
representing the Portuguese Government 
and the Beira Railway representatives, 
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Mr. Vivian Oury, and Mr. Eric D. 
Hawksley. Dr. Costa Leite at the same 
time paid Beira Railway representatives 
£2,000,000 _ sterling. The balance of 
£2,000,000 sterling was paid by the 
Portuguese Government on April 7 when 
the railway officially passed to the Por- 
tuguese Government. 

Macrome Limited Exhibits at B.IL.F.— 
At the Castle Bromwich, Birmingham. 
Section of the British Industries Fair (May 
2-13) Macrome Limited will exhibit a wide 
range of engineers’ cutting tools treated 
by their special thermo-electrical process 
which gives the tools an added active 
resistance to wear, fatigue, and breakage. 
Macrome Limited applies this treatment to 
customers’ own tools, and also supplies 
already treated tools. On show also will 
be the range of “ Macrome”™ hand tools 
and the Gascoigne-Macrome’ ~™ Easi 
Tools.” 

Easter Excursions on the Southern 
Region.—For the Easter holidays the 
Southern Region will run more than 300 
excursions serving London and suburbs. 
the South coast. and the country. Many 
of the popular Sunday excursions will run 
on both Good Friday and Easter Sun- 
day, including the half-day trip from 
Victoria to Brighton at 7s. and the buffet 
car excursion from Waterloo to Bourne- 
mouth at 12s. On Easter Sunday a 
special Ramblers train will leave London 
for Gomshall, Chilworth, and Shalford. 
Special conductors of the Rambers’ Asso- 
ciation will guide the ramblers by way of 
Friday Street, Shere. and Leith Hill. 
Return fare from London will be 4s. 9d. 
with bookings from many suburban 
stations. On Bank Holiday Monday there 
will be a conducted tour of Windsor 
Castle, leaving Waterloo at 12.42 p.m. 
This excursion includes afternoon tea in 
Windsor, and the return journey may be 
made by any train the same day. The 
Navy will be “At Home” on_ the 
Saturday. Sunday, and Monday at Ports- 
mouth, Chatham, and Plymouth Dock- 
yards. Aircraft carriers, destroyers, and 
midget submarines can be visited, and 
there will be frogmen displays and massed 
bands. Cheap tickets will be issued from 
all stations within a radius of 60 miles 
from these ports. Extra trains will be 
provided for racegoers to Kempton Park, 
Plumpton, and Wincanton’ on_ the 
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Saturday and Monday, and numerous 
cheap fare facilities and excursions for 
supporters to the F.A. fixtures being 
played over the holiday. For those wish- 
ing to go further afield a long week-end 
in Paris can be had for as little as 
£5 10s. 6d. third class return. trave} ling 
by the special 8.20 p.m. night service 
from Victoria via Newhi on 
Thursday, April 16, ion Sean Paris 
at 9.45 p.m. on Easter Monday. 


London Metal Warehouses Limited— 
London Metal Warehouses Limited will 
exhibit at the Castle Bromwich. Birm ng 
ham, section of the British Industries Fair 
(May 2-13) non-ferrous castings, chill-cast 
phosphor- bronze stick, * Celastoid” 
covered light-alloy tubing, light alloys in 
all forms, screws, bolts, nuts. etc.. in 
stainless steel, steel. brass and aluminium- 
alloy, “Staybrite” stainless-steel — stair- 
treads, step-plates, and nosings. 

London Dock Strike—Work on 59 
ships in the London docks was held up 
on Monday as a result of a strike called 
by the Amalgamated Stevedores’ & 
‘Dockers’ Union arising from the dis- 
missal of 32 men who were discharged as 
“ ineffectives" and not on redundancy 
grounds. The number of strikers in- 
creased from about 6.000 in the morning 
to 7,564 in the afternoon and included 
1,000 members of the T.G.W.U. who 
joined the strikers against the advice of 
their leaders. 

Uruguayan Debenture Repayments.— 
Distribution of compensation moneys to 
debenture stockholders of the former 
British-owned Uruguayan railway com- 
panies took place on April 5. The total 
sum involved, including net _ interest 
arrears On certain classes of stock, was 
£5,671,800. The six companies concerned 
in the repayment were Central, Northern 
Midland, Midland Extension. North West- 
ern and Quarahim International Bridge. 
The date of repayment of the £1.047,600 
due to holders of the junior stocks has yet 
to be announced. 


Windsor Castle Tours by Southern 
Region.—Tours of Windsor Castle are 
being arranged by the Southern Region 
every Monday and Thursday until May 9. 
Leaving Waterloo by the 12.44 p.m. train, 
passengers are met on arrival at Windsor 
by official guides, and taken on a con 





At the British Railways Amateur Boxing Championship (see Apri/ 1 issue) 
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None of the vacancies on this page relates to a 
man between the ages of 18 and SO, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or She, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
yacancy is for employment excepted from the 
provisions of that Order. 


Wan 1 E£D.—Double-Side Tipping Wagons, 300 
cu. ft., standard gauge.—Box 307, The Rail- 
way Gazette, 33, Tothill Street, London, S.W.1. 


SEC TIONED PERSPECTIVE VIEW OF LOCO- 
MOTIVE FRONT EN A notable drawing of 
L.M.S.R. class “* 7P*’ 4-6-2 locomotive of the latest 
type. Reprinted from The Railway Gazette, June 15, 
1945. Price 2s. 6d. Post free 2s. 8d. 


gtanDar® MILITARY RAILWAY BRIDGES 

i Bond. A description of the different 
types of bridges designed for rapid erection in the 
field by the Allied Forces, and of the various 
methods employed in such erection. 28 pages. 9 in. 
by 12 in.; fully illustrated. Paper cover, Ss. By 


TH RAILWAY HANDBOOK provides the rail- 
way student with a colié€ction of useful statistics 
and information relating to the railways of Great 
Britain and Ireland. In addition, in matters of 
international interest, such as speed and electrifica- 
tion progress, the book extends its scope to cover 
the whole world in order to present a complet: 
picture of these increasingly-important developments 
120 pp. Dy. 8vo. Paper covers. Price Ss. By post 
Ss 3d 
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OFFICIAL NOTICES 


His Majesty’s Colonial Service 


THE COLONIAL ENGINEERING SERVICE 





A PPLICATIONS are invited for the post of Chiet 
: Draughtsman, Nigerian Railways. Candidates 
who must be Associate Members of the Institution 
of Mechanical Engineers, should have served an 
apprenticeship in the works of a Home Railway or 
a firm of locomotive builders and have had 8 to 10 
years’ experience in a Locomotive Drawing Office at 
home or in the Drawing Office of a Colonial Rail- 
way Carriage and Wagon Drawing Office experi- 
ence in addition is highly desirable. They must be 
thoroughly conversant with modern locomotive prac- 
tice, preparation of designs, detail drawings, stan- 
dardisation specifications and indents; also with tools 
and fixtures for the manufacture of Locomotive 
Carriage and Wagon spares in quantities The duties 
of the post include the control and training of a 
staff of African draughtsmen and the supervision of 
a scheme for the training of African workshop 
apprentices. 

Appointment will be on probation for Permanent 
and pensionable employment within the gross incre- 
mental salary scale £970 to £1,300 per annum 
Partly furnished Government quarters are provided 
at a rent of £90 per annum and free first class pas- 
sages for the officer and, if married, for his wife 
once each way each tour Home leave on full pay 
is granted after tours of 18 months at the rate 
7 days for each month of resident service 

Intending applicants should write at once to the 
DIRECTOR OF RECRUITMENT (COLONIAL SERVICE) 
Sanctuary Buildings, Great Smith Street, S.W 1 
giving brief details of age, qualifications and experi- 


ence, and quoting reference No. 27333/13. 


DESIGNER DRAUGHTSMAN wanted with prac- 

tical Railway Rolling Stock and Diesel Railcar 
Must be first rate at calculations and of 
t An engineer with some sales ex- 
perience preferred. Apply by letter, giving full 
details of experience.—STaAFF RECORDS OFFICE, 
A.E.C. Limitep, Southall, Middlesex. 


experience. 
good personality. 


THE RAILWAY SYSTEM OF JAMAICA. A 

general description of the system and its traffics, 
with an account of economic problems; the motive 
power used. and some features of operation. By 
H. R. Fox, B.Sc., M.Inst.C.E., General Manager, 
Jamaica Government Railway. Reprinted from The 
Railway Gazette, January 5 and 12, 1945. Price 1s 
Post free 1s. 2d 


ADMINISTRATION IN TROPI- 

DEPENDENCIES. By George V. O. 
Bulkeley, C.B.E., M.I.Mech.E. With chapters on 
Finance, Accounting and Statistical Method. In 
collaboration with Ernest J. Smith, F.C.LS., for- 
merly Chief Accountant, Nigerian Government Rail- 
way 190 pages Medium &vo Full cloth Price 
20s. By post 20s. 6d. 


di RANSPOR1 
CAL 


THE *PAGET" LOCOMOTIVE, Hitherto un- 

published details of Sir Cecil Paget’s heroic 
experiments. Eight single-acting cylinders with rotary 
valves An application of the principles of the 
Willans central-valve engine to the steam locomotive 
By James Clayton, M.B.E., M.I.Mech.E. Reprinted 
from The Railway Gazette, November 2, 1945 
Price 2s. Post free 2s. 3d 








ducted tour of the castle precincts, ter- 
races, Cloisters, etc., and of the State 
Apartments when these are open. Inclu 
sive in the fare is afternoon tea provided 
in Windsor. Fares for the rail journey 
from Waterloo. tour. and tea, are 98. for 
adults and Ss. 9d. for children under 14 
years of age. Passengers may return by 
any train same day. Bookings are also 
available from many London suburban 
stations. 


Southern Railway Flag Ceremony.— 
Last week we revorted that all the vessels 
owned by British Railways had hoisted the 
new B.R. house flag. At Southampton the 
event was made the occasion of a cere- 
mony aboard the Falaise on April 4 at 
which Mr. R. P. Biddle, Docks & Marine 
Manager, Southern Region, was presented 
with the old Southern Railway flag after 


it had been hauled down for the last time 
and replaced at the masthead by the new 
emblem. In replying to the presentation. 
made by Captain W. A. Harper, Master 
of the vessel, Mr. Biddle said that since 
the Southern Railway flag had been de- 
signed in 1923, the shins of the Southern 
Railway had carried more than 80 million 
passengers and 54 million tons of cargo, as 
well as many thousands of troops during 
the war. Now that these ships came under 
the B.T.C. he was sure that the same 
measure of loyalty would be given unde 
the new flag. 


Railway Land Valuation.—The board 
of the Metropolitan Railway Surplus 
Lands Company announces that it has re- 
ceived a valuation of £3,191,096 of the 
whole of the properties of the company 
as at March 31 last. It is expected that 


Hoisting the British Railways Flag 





The new British Railways flag being hoisted on the “ Falaise,” 


on April 4. 


On the left is Mr. R. P. Biddle, Docks & Marine 


Manager, Southern Region, standing next to Captain W. A. Harper, 
Master of the ** Falaise ~ 


the accounts as at that date will show the 
book value as not exceeding £2,400,000. 
The valuation, the first to be made by in 
dependent valuers, was agreed to by the 
board in November. 1947. as the result 
of representations by shareholders. 


Thos. W. Ward at the B.I.F.—At the 
Castle Bromwich. Birmingham, section of 
the British Industries Fair, Thos. W. Ward 
Limited and six subsidiary companies will 
exhibit a wide range of products, includ- 
ing a full-size rail turnout, overhead 
travelling cranes, derricks, nuts, bolts, and 
light forgings. A derrick crane by Smith’s 
of Keighley will be shown, together with 
a representative example of this com- 
pany’s overhead traversing electric cranes. 


Brush Electrical Engineering Co. Ltd.— 
At the Castle Bromwich, Birmingham, sec- 
tion of the British Industries Fair (May 
2-13). the exhibits of the Brush Electrical 
Engineering Co. Ltd. will include a display 
device designed to demonstrate the contra 
rotation principle in the Brush-Ljung 
strom turbine, flush-fronted switchgear, 
and a model diesel-electric shunting loco- 
motive, with a selection of locomotive 
electrical equipment, including a master 
controller. 

Westinghouse Brake & Signal Co. Ltd. 

-At the Castle Bromwich. Birmingham, 
section of the British Industries Fair (May 
2-13) the Westinghouse Brake & Signal 
Co. Ltd. is including in its exhibits some 
items of the electro-pneumatic brake 
equipment typical of that used by London 
Transport. and of the vacuum-brake 
equipment as fitted to the two main-line 
diesel-electric locomotives of the London 
Midland Region. The railway signalling 
exhibit includes a complete signal cabin. 
with control panels and a small power 
interlocking frame. 


Heenan & Froude.—The directors of 
Heenan & Froude Limited are calling an 
extraordinary meeting on April 25 to con- 
sider resolutions for approving a condi- 
tional agreement for the purchase of the 
entire £200,000 share capital of the Mor 
ton Machine Company for £233,500. It is 
proposed to effect the purchase by the 
issue of 400.000 ordinary Ss. shares at 10s. 
a share and a cash payment of £33,500. 
Resolutions will also be considered for 
the creation of an additional 200,000 of 
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44 per cent. cumulative redeemable pre- 
ference £1 shares and for the creation of 
an additional 300,000 ordinary Ss. shares. 
If approval is granted the capital will 
amount to £975,000. 


Indian Deradment Caused by Sabotage. 
—Ten persons were killed and about 40 
injured, seven seriously, when a Punjab 
express was derailed on April 10 two 
miles from Benares on the East Indian 
Railway. The accident is attributed to 
sabotage, as some fishplate bolts were 
found loose near the scene. A statement 
issued by the Divisional Superintendent of 
the East Indian Railway said that a rail 
had been removed. 


Towing a Fractionating Column to Hol- 
land.—Just a year ago, in our issue of 
April 16, 1948, we described how the 
largest welded flash fractionating column 
made in this country for export, weigh- 
ing 108 tons and measuring 83 ft. in 
height, was transported to the docks from 
the Greenwich works of G. A. Harvey & 
Co. (London) Ltd. on the first stage of its 
journey to Venezuela, where on arrival it 
was unceremoniously dumped into the sea 
and allowed to drift ashore on the tide. 
On Sunday, April 3, another fractionating 
column of similar dimensions came off 
the Harvey production lines and started 
on an unusual voyage overseas. This 
event was made the occasion of a formal 
launching from a Thames jetty. The unit 
was transported from the works during 
the previous night and on the Sunday 
afternoon was ceremoniously lowered into 
the river. Then, attached to tugs fore and 
aft and flying the house flag of the Shell 
companies, the column started on its voy- 
age down the Thames and across the 
North Sea to Holland. where it will form 
a part of the important extensions to the 
Shell oil refinery near Rotterdam. 


Forthcoming Meetings 


April 19 (Tue.)}—April 23 (Sat.)—Model 
Railway Exhibition at the Central 
Hall, Westminster, S.W.1. 


April 20 (Wed.).—Permanent Way Institu- 
tion, London Section, at Denison 
House, 296, Vafixhall Bridge Road. 
S.W.1, at 630 p.m. “ Permanent Way 
on the Irish Railways,” by Mr. A. M 
Plumer. 

April 20 (Wed.).—British Railways, South- 
ern Region, Lecture & Debating 
Society; visit to Durnsford Road 
power station. 

April 21 (Thu.).—Diesel Engine Users 
Association; annual luncheon at the 
Connaught Rooms, Great Queen 
Street, London, W.C.1. 

April 21 (Thu.).—Institution of Electrical 
Engineers, Savoy Place, London, 
W.C.2, at 5.30 p.m. Fortieth Kelvin 
Lecture: “Semi-Conductors and 
Rectifiers,” by Professor N. F. Mott. 

April 22 (Fri.).—Institute of Metals, Bir- 
mingham Local Section, at the James 
Watt Memorial Institute, Great 
Charles Street, Birmingham, at 6.30 
p.m. Joint meeting with loca] section 
of the Royal Institute of Chemistry: 
“ Corrosion,” by Mr. W. H. J. Vernon. 

April 22 (Fri.).—Institution of Mechanical 


Engineers, Storey’s Gate, St. James’s 
Park, London, S.W.1, at 6 p.m 
James Clayton lecture on: “ Invention 


and the Sifting Out of Engineering 
Facts,” by Mr. E. G. Bailey. 

April 22 (Fri.) and 23 (Sat.).—British Rail- 
ways, Southern Region, Lecture & De- 
bating Society: S.N.C.F. railwaymen’s 
visit to the Society. 
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Railway Stock Market 


Although holiday influences contracted 
business, stock markets had _ interesting 
features. After sharp reactions in indus- 
trial shares, particularly those which had 
shown pre-Budget strength on Purchase 
Tax reduction hopes, sentiment was helped 
by the County Council election results. 

Iron and steel shares have tended to 
attract more attention, although in most 
cases they have failed to move above 
“take-over” levels. Generally, industrial 
shares ‘have been inclined to ease 
on disappointment that the Budget has 
brought no minor tax concessions. The 
latter, it is pointed out in some quarters, 
would have provided a good psychological 
effect on industry and labour and in incen- 
tive to expand production for export 
markets. On the other hand, it is recog- 
nised in responsible quarters that in many 
ways the Budget is based on sound 
principles. 

In contrast with the uncertainty of the 
industrial and other sections, British Funds 
have again strengthened. Until the indus- 
trial and political outlook can be more 
adequately assessed, some brokers are ad- 
vising clients to reinvest temporarily in 
British Funds as a safety-first measure. 
There was surprise that it has been decided 


not to deal with conversion of the 
£714,000,000 of National War Bonds 
(1949-51), but it is no doubt prudent to 


leave this until next year. It is still ex- 
pected that the £200,000,000 of British Gas 
stock, in which dealings commence early 
next month, will be made longer-dated 
than other 3 per cent. nationalisation 
stocks. In response to this view, existing 
nationalisation stocks have again 
strengthened, with 3 per cent. Transport 
(1978-88) at 101%. 

Foreign rails continued to attract fair 
attention, with prices inclined to move 
sharply on moderate buying or selling. At 
the time of writing the City view has 
switched back to the possibility that the 
outcome of the Brazil railway * take-over ” 
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negotiations may not be known until the 
end of next month. After being up to 
128s. 9d. at ome time, Great Western of 
Brazil shares have come back to 123s, 94. 
at the time of writing. Leopoldina issues 
also quietened down, although on any re- 
action buyers appear for the debenture 
stocks, the assumption prevailing that in 
the event of reasonable take-over terms 
both Leopoldina 4 per cents. and Leo- 
poldina Terminal 5 per cents. should be 


worth par. At the time of writing, the 
former are 904 and the latter at 894. Leo- 
poldina 6$ per cent. debentures have 
strengthened slightly to 119, and the 


ordinary and preference stocks showed 
small fluctuations around 94 and 33 re. 
spectively. A feature has been buying of 
San Paulo, which rose further to 1574 on 
renewed hopes of early news of the com- 
pany’s additional compensation claims. 

Elsewhere, Manila Railway “A” de- 
bentures reacted to 864 on the view that 
there are unlikely to’ be fresh developments 
in the position until the company’s repre- 
sentatives have visited Manila. Later, 
however, the “A” debentures rallied to 
90 and the “ B”™ to 87; and the preference 
shares showed a small recovery to 9s. 
United Railways of Havana stocks receded 
on the Cuban Government’s decision to 
supervise the railway’s operations. The 
1906 debentures changed hands at slightly 
over 14. 

Official news that the “ pay-out” value 
of Beira Rail shares is likely to be Sls. 6d. 
came as a pleasant surprise, as the original 
estimate indicated that it might not be 
more than 47s. 6d. The shares jumped 
sharply by 4s. 6d. to Sls. 

Locomotive building and _ engineering 
shares have been firmer on the good im- 
pression created by financial results which 
have come to hand. Beyer Peacock, on 
the increase in profits, moved up to 
22s. 74d. North British Locomotive were 
21s., Vulcan Foundry 23s. 9d.. Gloucester 
Wagon 52s. 6d., and Wagon Repairs Ss. 
shares again changed hands around 20s 


Traffic Table of Overseas and Foreign Railways 


Traffics for week x Aggregate traffics to date 
3 = 
| 
R Miles Week h. Total 
ailways open ended Total inc. or dec. ° Increase or 
hi ote compared ° 1948/9 decrease 
this year | with 1947/48 | Z 
£ £ £ £ — 
Antofagasta.. nas 811 3.4.49 67,940 (+ 15,780 13 929,520 + 213,5 
leer . ae 174 July, 1948 $28,960 — $69,357 30 $471,287 — $301,893 
Brazil jms _ —_ —_— ~: - 
Cent. Uruguay ae 970 6.11.48 32,712 + 2,978 18 593,108 — 7,652 
S | Costa Rica ... pon 281 31.1.49 35,772 \i- 3.648 31 250,009 + 12,870 
© | Dorada - és 70 Jan., 1949 31,649 + 8.549 4 31,649 + 8,549 
£ G.W. of Brazil ..| 1,040 2.4.49 35,700 1,9 13 526,100 — 5,3 
< jinter. Ctl. Amer. ... 794 Feb., 1949 $999,184 — $183,327 8 $2,088,986 | — $382,179 
= |laGuaira ... si 222 | Mar., 1949 $113,758 |— $9,571 | 13 $329,753 + $38,114 
S | Leopoldina.. sont Se 2.4.49 40,770 |— 21,041 13 612,312, — 115,446 
5 § Midland Uruguay — 319 = Sept., 1948 19,608 + 3,123 12 67,355 | + 16,721 
UO | Nitrate aes ‘ 382 31.3.49 21,735 |+ 5,745 | I3 105,267 + 32,276 
a |N.W. of Uruguay . , 113 | Sept., hey 5,686 — 1.213 | 12 6.335 + 1,989 
= |Paraguay Cent. .... 274 1.4.4 97,180 + 27,790 39 | 64,045,345 | + 21,417,533 
S | Peru Corp. we, 1,059 re. (943 221,585 + 69,198 35 1,604,881 + 245,802 
& | Salvador... ane 100 31.12. 48 ¢267,000 + 16,000 26 ¢776,000 + 53,400 
San Paulo wit 1534 — - -- + _ 
Taltal - it 156 are. 1949 | ‘11,410 395 39 80,340 + 9,930 
United of Havana ... 1,301 2.4.49 $471,910 — $55.58! 39) $10,506,347 | — $3,355,560 
Uruguay Northern 73 = Sept., 1948 1,072 + §2 | 12 3,308 + it 
a 
3 | Canadia n National... 23,473 Feb., 1949 9,225,250 + 721,000 8 18.552,500 + 1,547,750 
© < Canadi@n Pacific .... 17,037 Feb., 1949 6,725,000 + 653,500 8 13,666,750 + 1,363,750 
VU 
Barsi Light® “a 202 = Mar., 1949 27,007 |+ 4,380 52 332,682 + 36,885 
Beira a 204 = Jan., 1949 119,237 2,927 [8 484,544 + 15,321 
Egyptian Delta... 607 20.2.49 18,224 — 1,856 47 654,526 | + 103,202 
4 | Gold Coast aa 536 = =Feb., 1949 239,784 + 40,316 48 2,385,740 | + 579,253 
© / Manila ‘ - _ san = “ ia = 
& | Mid. of W. Australia 277 Jan., 1949 27,203 + 174 31 203,052. + 40,523 
> | Nigeria . 1,900 Jan., 1949 588,386 + 66,599 41 4,751,241 + 851,938 
Rhodesia «| 2,445  Sept., 1947 643,980 + 102,833 52 6,787,603 | + 612,938 
\ South —— ooo} 13,347 19.3.49 1.412.601 + 139,401 50 68,372,681 + 3,901,959 
Victoria . 4,774 Nov., 1948 1,452,889 + 60,190 22 _ = 


*Receipts are calculated @ Is. 6d. to the rupee 





Ap 


ry 





